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a local freight, which had stopped at Pittsford, Mich., 
wrecking the way car and two freight cars, killing three 
| passengers in the way car and injuring two others. 

On the evening of the 7th a freight train on the Pennsyl- 
vania Railroad ran into some cars which. had broken loose 
from a preceding freight near Railroad Mills, N. J., damag- 
ing several cars and injuring three men in the caboose. 

On the evening of the Sth a freight train on the Rochester 
& Pittsburgh road ran into a preceding freight in Roches- 
ter, N. Y., doing a little damage, 

On the night of the 8th a freight train on the Chicago, 
Milwaukee & St. Paul road broke in two near Janesville, 
Wis., and the rear section ran into the forward one, doing 
some damage. 

On the morning of the 9th’ a freight train on the Min- 
neapolis & St. Louis road ran into the rear of a preceding 
freight, which had stopped on the main track in Waseca, 
Minn., damaging several cars and killing a drover who was 
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On the afternoon of the 18th the -train on the Phila- 
delphia & Reading road ran into an th of a freight train 
which had stopped at Exeter, Pa., damaging seven cars. 

On the evening of the 13th the engine of a freight train on 
the New York, Lake Erie & Western road, which was taking 
water at Susquehanna, Pa., suddenly started off and ran 
into the rear of another freight, upsetting the caboose. 

On the evening of the 18th a freight train on the Pitts- 
burgh, Cincinnati & St. Louis road ran into a preceding 
freight, which had stopped at Coshocton, O. The engine 
-— — cars — ons ° 

n the evening of the 1¥th a freight train on the N 
York Central & Hudson River vend ban into a preceding 
freight near Troy, N. Y., damaging several cars. 

On the morning of the 20th a yard engine on the New 
York, Lake Erie & Western road ran into a freight engine 
senting on the track in Binghamton, N. Y., doing some 

mage. 
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Dumont’s Time Indicator, or Hluminated Time Case. 


The engraving represents a device for exhibiting time | 
signals on railroads on which the movement of following | 
trains is controlled by an interval of time after preceding | 
trains have passed stations, which has been patented by Mr. 
Jas. H. Dumont, of No. 42 East 117th street, New York. 








The engraving represents a perspective view of the indi- 
cator, which consists of a box or housing containing a suit- 
able light. Instead of slides showing the day of week and 
kind of train, which are ordinarily used, the inventor has 
substitute wooden frames or sashes hung upon hinges, into 
which are fitted light cast-iron plates with letters cut 
through them. Behind these are two plates of double-thick 
glass, with a transparent white substance between them, 
which is considered superior to ground glass because both 
sides are smooth and therefore easily kept clean. The iron 
plates, which give the desired information, are black, and 
thus there is a very decided contrast by daylight between 
them and the color shown through the glass bebind. When 
illuminated at night the glass appears the color of molten 
iron. 

The vertical slides at the lower part are also of iron and of 
like construction, and are lifted from their position in ex- 
changing them. Behind these figures is a sash or wooden slide 





containing the transparent substance, which can be witb- 
drawn, with or without disturbing the figures. Each of 
these figures has a cast guard plate and support to hold it in 
position. 

The signals are illuminated by an ordinary kerosene 
lamp, which is inserted through a door shown in the en- 
graving. The heat generated from the lamp effectually 
prevents the accumulation of snow and sleet. The gaseous 
products of combustion escape through an opening in tbe 
top, so formed as to exclude wind and rain, while allowing the 
products of combustion to escape freely. Directly beneath, 
and forming a part of the case, is a series of pigeon holes for 
holding figures, etc., when not in actnal use, which is prc- 
vided with a door, lock and key. 

This device has been tested on the Harlem River Branch 
of the New York, New Haven & Hartford Railroad, and is 
said to be superior to all other similar signals and to be 
efficient, economical and durable. 





Train Accidents in October. 








The following accidents are included in our record for the 
month of October - 
COLLISIONS, 
REAR. 


On the morning of the 1st a coal train on the Ohio Soutk- 
ern road ran into some cars which had broken loose from a 
preceding coal train near Bainbridge, O. The caboose was 
wrecked and 2 passenger in it was burt. 

On the night of the 1st a freight train on the Chicago, 
Burlington & Quincy road broke in two near Maquon, i., 
aud the rear section ran into the forward one, wrecking the 
tender and several cars and injuring a brakeman. 

On the night of the 3d a freight train on the St. Paul & 
Duluth road ran into a preceding freight train near Duiutb, 
Minn., damaging several cars. 

Very early ou the morning of the 4th a coal train on the 
New York, Lake Erie & Western road ran int» the rear of a 

ssenger train which had run off the track ~ «ar Bradford, 

a., wrecking a car which remained on the ck. 

On the morning of the 5th a freight t1 11 on the Pitts- 
burgh, Cincinnati & St. Louis road ran into the rear of 
another freight train in Columbus, O., wrecking several 
ears and killing a brakeman. 

On the night of the 5th a coal train on the Delaware, 
Lackawanna & Western road ran into a preceding coal 
train near Cresco, Pa., and the engine and 40 cars were 
piled up in a bad wreck. The engineer was killed and the 
fireman fatally hurt. 

On the morning of the 5th a passenger train on the Cin- 
cinnati, Indianapolis, St. Louis & Chicago road ran into a 
freight train in Cincinnati, O., wrecking three cars and in- 
juring a brakeman. : ; 

On the evening of the 5tha freight train on the Missouri 
Pacific road broke in two near Little Blue, Mo., and the 
rear section ran into the forward one, wrecking several 
cars. 

On the afternoon of the 8th a freight train on the Boston 
& Lowell road ran into a ballast train near Lowell, Mass. 
The engineer and fireman of the ballast train jumped with- 
out shutting off steam, and the engine started off alone, ran 
nearly two miles to Lowell, ran through the end of the sta- 
tion, wrecking the express office, and finally jumped into a 
cellar. A woman who was in the express office was 
killed. 

On the evening of the 10th a freight train on the Missouri 
Pacific road broke in two near Pacific, Mo., and the rear 
section ran into the forward one, damaging several cars. 

On the morning of the 10th a passenger train on the Cin- 
cinnati, Hamilton & Dayton road ran into part of a freight 
train Jeft on the main track at Wapakoneta, O. The engine 
and two cars were wrecked and the engineer and fireman 
hurt. 

On the morning of the 10th, as a freight train on the 
Sussex Railroad was making a flying switch in Newton, 
N. J., the switch was not turned soon enough and the train 
ran into the engine, wrecking the tender and two coal cars. 

On the evening of the 10tha freight train on the Chicago & 
Northwestern road ran into some cars which had broken 
loose from a preceding freight near Owatonna, Minn., dam- 
aging an engine and three cars. 

Very early on the morning of the 6th a freight train on 
the Missouri Pacific road ran into a preceding freight which 
had stopped for water at Lamie, Mo., damaging several cars 
and injuring a fireman. 

On the evening of the 6th a freight train on the Chicago, 
Burlington & Quincy road re A 
broken loose from a preceding freight near Kewanes, IIL., 
doing much damage. 

Onthe morning of the 7th a through freight train om the 
Lake Shore & Michigan Southern road ran into the rear of 


ran into some cars which had | Bo’ 





in the caboose. There was a dense fog at the time. 

On the evening of the 9th a freight train on the Chicago, 
Milwaukee & St. Paul road broke in two near Janesvill 
Wis., and the rear section ran into the forward one, wreck- 


ing five cars. 


On the morning of the 11th a passenger train on the Phil- 
adelphia, Wilmington & Baltimore road ran over a mis- 
placed switch and into another passenger train standing on 
asiding in Wilmington, Del. Both engines were slightly 
damaged. 

On the morning of the 11th a freight train on the Cinciu- 
nati, Hamilton & Dayton road ran into a preceding freight 
near Connersville, Ind., wrecking two cars. 

On the morning of the 11th a passenger train on the New 
York, Ontario & Western road ran into a freight train 
which was just going intoa siding at Earlville, N. Y., do- 
ing considerable damage. 

On the afternoon of the lltha passenger t:ain on the 
Delaware, Lackawanna & Western road ran into a shiftin 
coal train in the yard at Hoboken, N. J., wrecking two coa 
cars. 

On the evening of the 12th a passenger train on the 
Indiana, Bloomington & Western road ran into a caboose 
which had been left standing on the main track in Indian- 
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On the night of the 21st a freight train on the New York 
Lake Erie & Western road beabe in two near Shohola, 
N. Y., and the rear section ran into the forward one 
comnans several —. 

nthe morning of the 22d a freight train on the New 
York Central & Hudson River road ran into a local freight, 
which was switching across the east-bound track at Ilion, 
N. Y. The engine and several cars were badly broken, 

On the morning of the 2%d a freight train on the Pitts- 
burgh and Western road broke in two near Zelienople, Pa., 
and the rear section afterward ran into the forward one 
damaging five cars. : 

On the morning of the 24th a passenger train on the Central 
Pacific road ran into some cars which had b2en Jeft on the 
main track in Oakland, Cal. A car was wrecked and the 
engine damaged. 

Un the night of the 26th a freight train on the Cincinnati, 
Hamilton & Dayton road ran into a preceding freight which 
had stopped at Tadmore, O., for water, damaging 13 cars, 

On the morning of the 25th a freight train on the Penn- 
sylvania Railroad ran into a Pp ing freight near East 
Camden, N. J. Anengine and several cars were damaged 
and a fireman hurt. There was a thick fog at the time, 

On the morning of the 25th a freight train on the Central 
Pacific road ran into a preceding freight near Suisun, Cal., 
damaging an engine and 13 cars. 

Oa the morning of the 27th a passenger train on the Den- 
ver & Rio Grande road ran into the rear of a freight near 
Larkspur, Col., damaging the engine and several cars. 

On the morning of the 27th a passenger train on the Grand 
Trunk road ran into the rear of a gravel train near Fox- 
a Ont., damaging several cars and injuring three passen- 

On the evening of the 27th a freight train on the Chi 
Burlington & Quincy road ran into a preceding freight meat 
oe Ia., doing some damage. 

n the morning ot the 29th several cars of a coal trai 

the Cranberry Coal road broke loose and ran down te 
steep grade at high speed vearly to Oil City, Pa., where 
they struck another train standing on the track. A number 
- a ———_. and - S them were thrown over 

gainst a small house comple ishing i - 
pty vet pletely demolishing it. A brake 
— On the evening of the 29th a passenger trainon the Eas- 
ero road ran into a freizht car which had been I-ft by a 
switching engine standing on the track in Salem, Mass. 
The car was wrecked and the engine damaged. 

On the morning of the 80th a freight train on the Dela- 
ware, Lackawanna & Western road ran ivto a preceding 
freight in Hoboken, N. J., damaging several cars. 

Near midnight on the 30th a coal train on the Central 
Railroad of New Jersey ran into a preceding coal train near 
Lebanon, N. J.. and the engine and 40 cars were piled up in 
a bad wreck. The engineer was hurt. 

Very early on the morning of the 31st the engine of a 
passenger train on the Louisville & Nashville road, which 
was backing up to its train at Bowling Green, Ky., was not 





=’ stopped in time and ran into the train, wrecking one car 
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apolis, Ind., wrecking it. 
and burt. 

On the afternoon of the 13th a freight train on the New 
York, Lake Erie & Western road ran into a precediag 
freight near Hornellsville, N. Y. Several cars were wrecked 
and the conductor killed. 

On the evening of the 13th a freight train on the New 
York & New England road ran into a preceding freight 
which had stopped at Manchester, Conn., to leave some 
cars. Two cars were wrecked, five others damaged and 
the road blocked several hours. A brakeman had been sent 
back with a signal, but the second train was too near the 
first to be stopped. 

Very early on the morning of the 14th a freight train on 
the New York, Lake Erie & Western road ran into the rear 
of a preceding freight which had been stopped by a wreck 
near Waverly, N. t. Several cars were wrecked and a 
tank car full af oil caught fire, and the wreck was destroyed. 

On the morning of the 14th a freight train on the Penn- 
sylvania Railroad ran into a preceding freight near Menlo 
Park, N. J., damaging six cars. The engineer was burt. 

On the evening of the 14th a passenger train on the Phila- 
delphia & Reading road ran over a misplaced switch and 
into a coal train standing ona siding near Reading, Pa., 
wrecking several cars. 

On the evening of the 14th a freight train on the Union 
Pacific road broke in two near Gilmore, Neb., and the rear 
section ran into the forward one, wrecking 14 cars. 

On the night of the 14th a freight train on the Chicago, 
Burlington & Quincy road ran into some cars which had 
broken loose from a prece ing freight near Grand River, 
Ia. The engine and Ni 3 were wrecked, the fireman 
— hurt, the engineer » id a brakeman less severely in- 
jured. 

On the evening of the |>th a passenger train on the St. 
Louis, Iron Mountain & Southern road ran into the rear 
of a freight train near [ron Mountain, Mo,, damaging sev- 
eral cars. 

Yery early on the morning of the i7th a freight train on 
the New York, Lake Erie & Western road broke in two 
near Wellsburg, N. Y., and the rear section ran into the 
forward one, wrecking several cars. 

On the evening of the 17tha coal train on the Lebigh 
Valley road ran into a preceding coal train near Thompson, 
Ms Ee ing several cars. 

On the evening of the 17th a passenger train on the Ro- 
chester & Pittsburgh road ran over a misplaced switch and 
into a freight train standing on a siding in Scottsville, N. Y. 


A postal clerk was thrown down 


th engines and three cars were damaged, the con- 
ductor and a passenger slightly hurt. 

a J on the morning of the 18th a freight train on the 
New York Central & Hudson River road ran into a preced- 


ing freight at East Rochester, N, ¥., wrecking a car, 


and the tender. 
BUTTING. 


About noon on the Ist there was a butting collision be- 
tween two passenger trains on the New York, West Shore 
& Buffalo road, near Fort Plain, N.Y. Both engines and 
three cars were completely wrecked, one engineer killed, a 
passenger killed and another fatally hurt. The east-bound 
train had orders at Fort Plain to proceed. The operator 
at St. Johnsville had orders to hold the west-bound train 
and put out a flag, but the engineer disregarded it and went 
on, after stopping at the station (which is some distance 
from the telegraph office) for passengers. The operator 
could not reach the station in time to give further warning. 

Verv early on the morning of the 2d there was a butting 
collision between two freight trains on the Louisville, New 
Albany & Chibago road at Surrey, Ind. One of the trains 
was going into a siding, but had several cars still on the main 
track. Several of these cars were wrecked and both engines 
damaged. 

On the morning of the 2d there was a butting collision 
between two passenger trains on the New York Central & 
Hudson River road in Buffalo, N. Y. Both engines were 
damaged and a passenger hurt. 

On the morning of the 5th there was a butting collision 
between a freightand a repair train on the Louisville, New 
Albany & Chicago road near Maple Grove, Ind. Both en- 
gines and threecars were damaged and an engineer hurt. 

On the night of the 5th there was a butting collision be- 
tween two freight trains on the Chicago, Rock Island & 
Pacific road near Casey, Ia. Both engines and several cars 
were damaged. There was a dense fog at the time. 

On the morning of the 6th there was a butting collision be- 
tween two construction trains on the Northern Pacific road 
near Sand Point, Washington Territory. Both engines 
were badly damaged. 

On the morning of the 6th there was a_ butting collision 
between a freight and repair train on the Wabash, St. Louis 
& Pacific road near Tamworth, Ia. Both engines and sev- 
eral cars were damaged and two trainmen hurt. 

On the morning of the 11th there was a butting collision 
between two freight trains on the Chicago & Northwestern 
road near Afton, Wis. Both engines and 15 cars were 
wrecked and a fireman killed. 

On the night of the 13th there was a butting collision 
between two freight trains on the New York & New Eng- 
land road near Hartford, Conn., damaging both engines and 
several cars. 

On the night of the 15th there was a butting collision 
between two freight trains on the East Tennessee, Virginia 
& Georgia road near Cleveland, Tenn., caused by a failure 
to deliver orders to one of the trains. Both engines and 
several cars were wrecked, an engineer and a fireman 
killed, six other trainmen, and a tramp, who was stealing a 
ride, injured. 

On the evening of the 15th there was a butting collision 
between a yard engine and a switching freight train on the 
Wabash, St. Louis & Pacific road in Detroit, Mich. Both 
engines were slightly damaged, and a boy, who was stealing 
a ride on the yard engine pilot, was killed. 

On the morning of the 16th there was a butting collision 
' between a freight and a construction train on the Oregon 
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& California road in East Portland, Or. Both engines were 
damaged, two cars wrecked, and a trainman burt. 

On the evening of the 20th there was a butting collision 
between a New York & New England freight train and a 
Newburgh, Dutchess & Columbia freight in the yard at 
Glenbam, N. Y. Both engines were damaged. 

On the evening of the 22d there was a butting collision 
between a passenger train and the train on the Atchi- 
son, Topeka & Santa Fe road, near Winfield, Kan., caused 
by a mista’s in orders, Both engines and three cars were 
damaged and a fireman badly burt. 

On the the evening of the 24th there was a butting collis- 
ion between a freight and a ballast train on the Buffalo, 
New York & Philadelphia road near Elma, N. Y., caused 
by a mistake as to time. Both engines and several cars 
were wrecked and five cars destroyed by fire. 

On the evening of the 25th two cars broke loose from a 
freight train on the Central Pacific road, which was switch- 
ing at Pino Siding, Cal. The cars ran back down grade and 
into the head of a passenger train which was coming up. 
Both the runaway cars were completely wrecked, both en- 
gines and a car of the passenger train badly damaged. 

On the morning of the 26th there was a butting collision 
between two freight trains on the Wheeling & ke Erie 
road near Fremont, O., by which both engines and 12 cars 
were badly damaged. , 

On the morning of the 26th there was a butting collision 
between a freight andarepair train on the Philadelpbia, 
Wilmington & Baltimore road in Philadelphia. Both en- 
gines and several cars were wrecked, the wreck being piled 
up so bigh in a cut as to break down a street bridge cross- 
ing the track. ; 

On the morning of the 28th there was a butting collision 
between two freight trains on the Cincinnati, Indianapolis, 
St. Louis & Chicago road near Stockwell, Ind. Both en- 
gines were wrecked, 20 cars damaged and a brakeman 
killed. 

On the morning of the 31st there was a butting collision 
between two freight trains on the Toledo, Cincinnati & St. 
Louis road, near Fayette Junction, O. Both engines were 
damaged, an engineer and a fireman burt. 


CROSSING, 


On the evening of the 8tha Chicago & Northwestern 
freight train ran into a Chicago, Milwaukee and St. Paul 
freight at the crossing in Owatonna, Minn. An engine and 
three cars were wrecked. 

On the morning of the 13th a switching engine coming 
out of a furnace siding at Lemont Furnace, Pa.; across the 
treck of the Pennsylvania Railroad, struck a passenger 
train which was passing on the main track, wrecking a pas- 
senger car in the middle of the train, injuring nine passen- 
gers seriously and nine others slightly. The wrecked car 
caught fire and was destroyed. 

On the night of the 16th a New York, Lake Erie & West- 
ern yard engine ran into a New York, Chicago & St. Louis 
passenger train at the crossing in Buffalo, N. Y. The engine 
was damaged, a baggage car wrecked, and the fireman 


fatally burt. 

Early on the morning of the 28th a Michigan Central 
freight train struck a Chicago, St. Louis & Pittsburgh pas- 
senger train at the crossing of the two roads at Joliet Cross- 
ing, Ind. The passenger engine was badly wrecked. One 
engineer was fatally burt, the other engineer and a brake- 
man killed, and the watchman at the crossing was also 
killed, the wreck of the engine being thrown over on his 
house and crushing it. 


DERAILMENTS. 
BROKEN RAIL. 


On the evening of the 17th a passenger train on the Texas 
& Pacific road struck a broken rail near Texarkana, Tex., 
and several cars were thrown from the track. Two passen- 
gers were hurt. ; 

On the morning of the 23d a passenger train on the Louis 
ville & Nashville road struck a broken rail at Rankin 
Switch, Ill., and the two rear cars were thrown from the 
track, upset and badly broken, injuring two trainmen and 
seven passengers, besides a number slightly bruised. 

On the afternoon of the 24th the engine of a passenger 
train on the Texas & Pacific road was thrown from the 
track near Scottsville, Tex., by a broken rail and upset, in- 
juring the engineer badly. 

On the morning of the 30th a passenger train on the East 
Tennessee, Virginia & Georgia road struck a broken rail 
near Hazlehurst, Ga., and twocars were thrown from the 
track. 

BROKEN RAIL-JOINT. 

On the morning of the 31st the engine of a passenger train 
on the New York, Ontario & Western road was thrown 
from the track near Walton, N. Y., by a broken fish-piate. 


BROKEN BRIDGE, 


On the morning of the 22d a passenger train on the Dela- 
ware & Hudson Canal Co.’s road went through the bridge 
over the Champlain Canal feeder at Glens Falls, N. Y. The 
engine went across, but two cars went down with the bridge 
and were wrecked, killing three passengers, injuring six 
trainmen and 15 passengers. 

On the night of the 29th a freight train on the Houston & 
Texas Central road went through a bridge near Dallas, 
Tex., which had been partially burned. The engine went 
over, but 15 cars went down into Bear Creek in a bad 
wreck. 

SPREADING OF RAILS. 

Very early on the morning of the 4th two cars of a pas- 
senger train on the New York, Lake Erie and Western road 
were thrown from the track near Bradford, Pa., by the 
spreading of the rails. One car upset down a bank, injur- 
ing three passengers. It is said that trackmen bad been et 
work and left the rails insecurely fastened. 

On the morning of the 6th three cars of a stock train on 
the Missouri, Kansas Texas road were thrown from the 
track near Pleasant Green, Mo., by the spreading of the 
rails. A brakeman and a drover were hurt. 

On the morning of the 8th four cars cf a freight train on 
the Chicago, Milwaukee & St. Paul road were thrown from 
the track near Portage, Wis., by the spreading of the rails. 
The conductor was burt. 

On the moruing ef the 15th eight cars of a freight train on 
the Pennsylvania Railroad were thrown from the track at 
Safe Harbor, Pa., by the spreading of the rails. 

On the night of the 19th nine cars of a freight train on 
the Central Railroad of Georgia were thrown from the 

track pear Geneva, Ga., by the spreading of the rails. 


On the morning of the 22d the engine and three cars of | Ga.. and the engine and several cars were thrown from the 


a freight train on the Wabash, St. Louis & Pacific road were 


thrown from the track near Delphi, Ind., by the spreading 


of the rails. The fireman was badly burt. 
On the morning of the 22d three cars of a enger train 
on the Texas & St. Louis road were thrown from the track 
near Pine Bluff, Ark., by the spreading of the rails. 
senger was ——e burt. 
n the evening of the 24th the engine of a freight train on 
the Central Pacific road was thrown from the track at Clip- 
per Gap, Cal., by the spreading of the rails on a siding. 


A pas-| Louisville, New Albany & Chicago road ran over a cow 
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dale, Mo., by the spreading of the rails. Fourcars left the 
track and went down a bank, all of them being badly 
broken. Two trainmen and 13 passengers were burt. 

On the morning of the 30th a freight train on the North- 
eastern road was thrown from the track on the trestle over 
Santee Swamp, 8. C., by the spreading of the rails, and 16 
cars loaded with ties went off the trestle and were piled up 
in a bad wreck, The wreck caught fire and the whole train 
and 200 ft. of the trestle were burned up. The engineer 
was killed and three trainmen burt. 

Ov the morning of the 83lst a passenger train on the 
Toledo, Cincinnati & St. Louis road was thrown from the 
track near Mason, O., by the spreading of the rails. The 
coar.cet upset, injuring two passengers badly and five others 
slightly. 

On the morning of the 31st a freight train on the Savan- 
nah, Florida & Western road was thrown from the track 
near Waycross, Ga., by the spreading of the rails. A 
trainman was killed and two others hurt. 


BROKEN WHEEL, 
On the evening of the 18th seven cars of a freight train 
on the Canada Southern road were thrown from the track 
near Villa Nova, Ont.. by a broken wheel. 
On the evening of the 29th 10 carsof a freight train on 
the New York Central & Hudson River road were thrown 
from the track near Bergen, N. Y., by a broken wheel. 
On the night of the 3ist several cars of a freight train on 
the Southern Pacific road were thrown from the track near 
Santa Ana, Cal., byabroken wheel. The cars were drag- 
ged on the ties upon a small bridge, breaking it down, and 
were thrown into the river below. 

BROKEN AXLE. 

On the evening of the 8th three cars of a passenger train 
on the Canadian Pacific road were thrown from the track 
at Deux Rivieres, Ont., by a broken axle. The cars were 
wrecked, a passenger killed and seven others hurt. 
Early on the morning of the 10tb a car of a freight train 
on the Pennsylvania Railroad was thrown from the track in 
Elizabeth, N. J., by a broken axle. 
On the morning of the 10th six carsof astock train on the 
Texas & Pacific road were thrown from the track at Strawn, 
Tex., by a broken axle. 
On the afternoon of the 10th a passenger train on the 
Fulton County road was thrown from the track near Sepo, 
ill., by the breaking of an axle under the engine. Three 
cars upset, and the engine was badly damaged. 

On the morning of the 15th eight cars of a freight train 
on the New York Central & Sateon River road were 
taromm from the track near Byron, N. Y., by a broken 
axle. 

Early on the morning of the 17th several cars of a freight 
train on the Northern Central road were thrown from the 
track near Emigsville, Pa., by a broken axle. A brakeman 
was hurt. 

On the evening of the 30th a car of a freight train on the 
New York, Like Erie & Western road was thrown from the 
track in Binghamton, N. Y., by a broken axle. 


BROKEN TRUCK. 


On the morning of the 17th the engine and two cars of a 
passenger train on the Vandaiia Line were thrown from the 
track near Hagerstown, Ill., by the breaking of the engine 
truck. The engine was completely wrecked and the mail 
car forced up on top of it; the fireman was killed and the 
engineer badly hurt. 
nm the evening of the 19th a car of a coal train on the 
Tioga & Elmira State Line road was thrown from the track 
near Elmira, N. Y., by a broken truck and 50 cars were 
piled up in a bad wreck, some of them going over a bridge 
into a small creek. 
On the morning of the 26th eight cars ofa freight train on 
the New York, Lake Erie & Western road were thrown 
from the track near Howell, N. Y., by a broken truck. 


LAND SLIDE. 

On the morning of the 16th a passenger train on the Den- 

ver & Rio Grande road struck a land slide near Green River, 

Utah, and the engine was thrown from the track and 
wrecked, killing the engineer. 

WIND. 


On the night of the 18th a passenger train on the East 
Line & Red River road was struck by a tornado near Sul 
phur Springs, Tex., and all the cars were blown from the 
track and badly damaged, injuring nine passengers, three 
of them severely. 

ACCIDENTAL OBSTRUTION. 


On the morning of the 4th a passenger train on the North- 
ern Pacific road struck a large stone which had fallen on the 
track near Spokane Falls, Wash., and the engine was thrown 
from the track. 

On the morning of the 5th a freight train on the Pittsburgh, 
Cincinnati & St. Louis road struck the wreck of a car which 
was thrown upon the track in front of it by a collision on 
the other track in Columbus, O. The engine was thrown 
from the track and damaged. 

On the morning of the 6th a freight train on the Northern 
Central road struck a wagon which was crossing the track 
at Flint Creek, N. Y., and the engine was thrown from the 
track. Three trainmen were hurt and the teamster was 
killed. 

Early on the morning of the 10th a passenger train on the 
Pennsylvania Railroad struck a freight car which had been 
thrown over on its track by a derailment on the opposite 
track, in Elizabeth, N. J. The car was wrecked and the 
engine thrown over on its side and badly damaged. 

On the afternoon of the 10th as a coal train on the Boston 
& Lowell road was near Middleton, Mass., a draw bar pulled 
out and fell on the rail, throwing off 12 cars. A brakeman 
was hurt badly. 

On the evening of the 18th a passenger train on the Den- 
ver & Rio Grande road ran into a large stone which had 
fallen on the track near Gunnison, Col. The engine and two 
cars were thrown from the track, the engineer killed, the 
fireman and the baggageman hurt. 

On the moruing of the 29th a freight train on the New 
York Central & Hudson River road was thrown from the 
track near Bergen, N. Y., by a brake-beam which dropped 
down on the rails, and 15 cars were scattered over three 
tracks. 

CATTLE. 


On the morning of the 8th a freight train on the Savannah, 
Florida & Western road ran over a cow near Waycross, 


track. The engineer was fatally scalded. 
On the afternoon of the 9th a passenger train on the Dela- 
ware, Lackawavna & Western road ran over a cow near 
Boonton, N. J., and the engine was thrown from the track. 
On the morning of the 11th a passenger train on the 


near Monticello, Ind. The engine and two cars were 
thrown from the track and the engineer hurt. 

On the evening of the 2ist a freight train on the Oregon 
Railway & Navigation Co. road ran over a cow near Ripa- 
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ou the Denver & Rio Grande road ran over a 
Thistle Creek, Utah, and the engine and two - 
tbrown from the track. The engineer was hurt, ~~ 
On the morning of the 30th a passenger 
Kentucky Central road ran over a bull near Falmo 
and three cars were thrown from the track. 

MISPLACED SWITCH. 
On the evening of the 4th the engine and four cars of a 
freight train on the Chicago, Milwaukee & St. Paul road 
were thrown from the track in Milwaukee, Wis., by a mis- 
placed switch. i 
On the night of the 5th the engine of a passenger train on 
the Chicago & Alton road was tbrown from the track in 
Alton, Ill., by a misplaced switch, and upset. 
On the evening of the 6th two cars of a coal train on the 
New York, Lake Erie & Western road were thrown trom 
the track in Middletown, N. Y., by a misplaced switch. 
On the morning of the 11th, as a local passenger train on 
the Texas & Pacific road was starting out from Marshall, 
Tex., a new brakeman, in‘his haste to get aboard, turned th 
switch before the last trucks had passed, throwing the rear 
coach, with its load of passengers, down a 15-ft. trestle. 
The slow motion of the train prevented a fatal accident. 
As it was, 10 persons were more or less injured. The darkey 
who did the mischief clasped his hand and exclaimed, ‘‘ Dar, 
now !” and cut for the woods. 
On the mnorning of the 18th a freight train on the South- 
ern Pacific road was thrown from the track at Benson, 
ee by a misplaced switch, and two brakemen were badly 
hurt. 
On the night of the 27th a passenger train on the Northern 
Pacitic road was thrown from the track at Hawley, Minn., 
by a misplaced switch, and the engine and one car upset. 
On the morning of the 28th a yard engine on the Chicago 
Milwaukee & St. Paul road was thrown from the track in 
Chicago by a misplaced switch. The engine was damaged 
and the engineer hurt. 

MISCELLANEOUS. 

On the morning of the 9th a freight train on the Louis 
ville, New Albany & Chicago road ran into the open draw 
of the bridge over Calumet River at Hammond, Ind., and 
the engine and nine cars were wrecked. It is said that there 
was no signal out for the draw. 
On the morning of the 12th, as a local freight train wes 
being run into the yard at Paterson, N. J., on the New 
York, Lake Erie & Western road, by a flying switch, the 
brakes failed to hold, and the train ran off the end of the 
siding and into a wing of the passenger station, knocking 
down part of the building and wrecking three cars. 
On the morning of the 27th, a freight train on the Inter- 
cvlonial road was thrown from the track on the bridge over 
Mill Stream, near Assametquaghan, N. » where some 
trackmen were putting down new rails. The engine passed 
over, but four cars went off the bridge and fell into the 
stream below, carrying the bridge with them. The track- 
men had signals out, but they were not seen. 
MALICIOUS. 


On the evening of the 16th, a freight train on the Chicago, 
Burlington & Quincy road was thrown from the track at 
Sheridan, [1l., by a switch which is said to bave been pur- 
posely misplaced. 

On the afternoon of the 21st a construction train on the 
Northern Pacific road was thrown from the track near 
Rocky Point, Oregon, by a plank which had been wedged 
in between the rails at a road crossing. Several cars were 
wrecked and the conductor killed. It is supposed that the 
plank was placed there by tramps. 

On the pvight of the 30th several cars of a freight train on 
the East Tennessee, Virginia & Georgia road were tbrown 
from the track in Knoxville, Tenn., by a switch which had 
been purposely misplaced. Three trainmen were slightly 
hurt. 

On the night of the 3lst a passenger train on the Hume- 
ston & Shenandoah road was thrown frem the track near 
Shenandoah, Ia,, where a rail had been purposely misplaced 
on the approach to a trestle bridge. he engine and two 
cars went down a high bank, killing the engineer, injuring 
the fireman and express messenger. 


Very early on the morning of the 26th a passenger ‘near 
Bs 
th 


‘on the 
Ky., 


UNEXPLAINED. 


Very early on the morning of the 2d a freight train on 
the Chicago, St. Paul, Minneapolis & Omaha road, ran off 
the track near Woodville, Wis., biocking the road five hours. 

On the night of the 2d a special passenger train on the In- 
tercolonial Railway was derailed at Colbrook, N. B., several 
ears leaving the track. 

On the morning of the 4th several cars of a coal train on 
the Tennessee Coal road ran off the track near Cowan 
Tenn., and were damaged. , 

On the morning of the 5th several cars of a freight train 
on the Pennsylvania Railroad ran off the track near Barnes- 
ton, Pa., and tive of them were wrecked, killing a brake- 
man. 

On the evening of the 5th a freight train on the Northern 
Pacific road ran off the track near Wheatland, Dak., the en- 
gine and several cars being piled up ina bad wreck. A 
tramp, who was stealing a ride, was killed. 

On the afternoon of the 7th a car of a dummy train on the 
Chicago & Western road jumped the track ata curve near 
Oak Park, Ill., and upset into the ditcb. Four passengers 
were seriously hurt, besides a number slightly scratched and 
bruised. 

On the morning of the Sth a freight train on the Rome, 
Watertown & Ogdensburg road ran off the track near 
Gouverneur, N. Y., blocking the road several hours. 

On the morning of the 11th the engine of a freight train 
on the New York, Lake Erie & Western road ran off the 
track in Middletown, N. Y., blocking one track two hours. 

On the afternoon of the 12th the baggage car of a passen- 
ger train on the New York & New England road jumped 
the track at a frog in Hartford, Conn., and, with a palace 
car following, was thrown across the track, blocking the 
road three hours. 

On the morning of the 16th two cars of a freight train ran 
off the track at Winspear Bridge, N. Y., on the New York 
Central & Hudson River road. 

Very early on the morning of the 17th four cars ofa 
freight train on the New York, Lake Erie & Western road 
tee off the track in Elmira, N. Y., blocking the road five 

ours, 

On the morning of the 17th three cars of a freight train 
ran off the track near Gainesville, N. Y., on the New York 
Central & Hudson River road. 

On the evening of the 17th two cars of a freight train on 
the Grand Rapids & Indiana road ran off the track in 
Grand Rapids, Mich. The cars were dragged upon a bridge, 
damaging it badly. / 

On the morning of the 18th a car of a construction train 
on the New Orleans & Northeastern road was thrown from 
the track near Purvis, Miss. Three laborers on the car were 
killed and four others burt. 

On the morning of the 19th a construction train on the 
Mississippi, Terre aux Boeufs & Lake road ran off the track 
near English Bend, La., wrecking two cars and injuring 10 








On the evening of the 27th a cameay od train on the Chi- 
eago & Alton road was thrown from the track near Glen- 


ria, Wash. Ter., and two cars were thrown from the track 
an : 


laborers. 
On the evening of the 20th several cars of a coal train on 
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the Columbuys,.Hocking Valley & Toledo road jumped the 
track near Carrol/, O., and rolled over down a bigh baok, 
killing the conductor and injuring a brakeman badly. 

On the afternoon of the 23d two cars of a coal train on 
the New York Central & Hudson River road ran off the 
track near Memphis, N. Y., doing a little damage. 

Very early on the morning of the 23d the rear car of a 
passenger train on the Indiana, Bloomington & Western 
road ran off the track near Rainstown, Ind., and rolled 
over down a bank. The car was badly broken up, seven 
passepgers were seriously and 11 slightly hurt. 

On the morning of the 25th the engine and one car ofa 
freight train on the Utica, Ithaca & Elmira road ran off the 
track in Canastota, N. Y., doing some damage. 

Oa the afternoon of the 25th the engine of a passenger 
train on the Utica, Ithaca & Elmira road ran off the track 
in Canastota, N. Y., blocking the road four hours. 

On the night of the 26th three cars ofa freight train on 
the Lbuisville & Nashville road ran off the track near Wil- 
we Ky., and upset down a bank, Injuring the con- 

uctor. 

On the morning of the 27th a freight train on the Rich- 
mond & Allegheny road ran off the track in Richmond, Va. 
Two cars ran into a brick building close to the track, knock- 
ing down the whole front of it. 

Very early on the morning of the 28th a freight train on 
the Chicago, St. Paul, Minneapolis & Omaha road ran off 
tbe track near Stillwater Junction, Minn., blocking the road 
three hours. 

On the morning of the 31st a car of a passenger train on 
the Toledo, Cincinnati & St. Louis road ran off the track 
near Mason, O , and upset, injuring three passengers. 

OTHER ACCIDENTS. 
BOILER EXPLOSIONS. 


On the morning of the 10th a yard engine on the Central 
Railroad of Georgia exploded its boiler in Augusta, Ga. The 
engine was completely wrecked, the engineer and fireman 
dangerously scalded. 

On the morning of the 15th the locomotive of a freight 
train on the Grand Trunk road exploded its boiler at Yar- 
mouth, Me. The force of the explosion was upward, and a 
large piece of the boiler was carried nearly a quarter of a 
mile. The enginerr and fireman were thrown back into the 
tender, but were only slightly hurt. 

On the evening of the 16th the engine of a freight train on 
the Central lowa road exploded its boiler when near Lacey, 
fa. The train was going down a steep grade and through a 
cut, and the engine was not using steam. The engine was 
turned around across the track by the explosion, a large 
part of the crown-sheet being torn off and thrown several 
hundred feet away. The first car was torn to pieces, and 
the momentum of the train carried it on so that all the 19 
cars were piled up over the engine in a wreck filling the 
whole cut. The engineer was killed, the fireman, conductor 
anda brakeman badly hurt. 

MISCELLANEOUS. 


On the afternoon of the 2d, asa passenger train on the 
Housatonic road was passing through Bridgeport, Conn.. 
one of the locomotive truck axles broke close to the hub of 
the whoel, and the wheel was thrown off at one side the 
track. The engine did not leave the track. 

On the afternoon of the 14th a car of a freight train on 
the Louisville & Nashville road caught fire when near Mont- 
gomery, Ala., and five cars loaded with cotton were de- 
stroyed. 

Oa the evening of the 16th a car loaded with cotton 
in a freight train on the Vicksburg & Meridian road caught 
fire near Jackson, and was entirely destroyed. 

On the morning of the 24th a car in a passenger train on 
the New York Central & Hudson River road caught fire 
when near Lyons, N. Y. While trying to put out the fire a 
passenger fell and broke his leg. 

SUMMARY. 

This isa total of 174 accidents, in which 43 persons were 
killed and 234 injured ; an increase of 38 accidents, a de- 
crease of 4 killed and an increase of 102 injured, as com- 
pared with October of last year. 

The month shows more accidents than any month 
of the current year except February. The number of killed 
was exceeded in three montbs, January, February and July, 
but the number of injured is larger than that of any 
previous month 

The ten months of the present year to the end of October 
show a total cf 1,406 accidents, 407 killed and 1,565 injured, 
being a monthly average of 141 accidents, 41 killedand 157 
jnjured. October was above the average in all respects. 








The Market Steel Cable Railway in San Francisco. 


For the following description and illustrations of this 
road we are indebted to the Mining and Scientific Press of 
San Francisco : 


One of the regular sights of San Francisco, to the tourist 
or visitor, is its cable railroad system, now illustrated by 
numerous lines in daily operation. The latestof these, and 
by far the most extensive one, is the Market street line, 
which, with its several branches, goes through the heart of 
the city, and from the water-front to the suburbs. The pro- 
jectors of this road are men of wealth and experience in 
railroad building, and determined to build the road ina 
manner that would make it as substantial as possible, and 


have spared no expense to that end. The road 
cost into the millions, Its equipment is first-class 
in every respect; and it has been not only satis- 


factory to its owners, but to the public. Traveling mainly 
on a street where there are some eight other lines of street 
cars, it immediately became the favorite, owing to the con- 
venience avd comfort of its cars, the speed at which they 
travel, and the frequency with which they pass. 

On account of the novel features of this new road, and the 
general interest taken in the subject of these cable roads, 
we have had a number of engravings specially made to 
accompany this description. These will give not only a 
good general idea of the appearance of the cars, road-bed, 
ete., but many details of construction also. To engineers 
this number of the Press contains data of much interest, 
and the general reader will also find it valuable for refer- 
ence. The cable railroad system is now spreading so rapidly 
that all the large cities in the United States will soon have 
cable lines. As we built the first of theseroads here, our 
experience is useful to all others ; and, no doubt, most of 
the roads built in the future will look to those in this city as 
examples for guidance. 

The building of this road has had the effect of enlivening, 
so to speak, a large tract of this city. For some years, south 
of Market street and out by Valencia, the city has been 
rather slow, the northern and northwestern portions im- 
peosee much more rapidly, and having improvements of 

tter character, The lengthof time it took to get out tow- 
ard the Mission or thereabouts, or even on Market street to 
Tenth and Twelfth streets, was detrimental to those portions 
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of the city. The cable cars now go from the ferry to the 
end of Valencia street in 34 minutes, and run frequently. 
All those portions of the city which the road or its branches 
tap have already felt the good influence of rapid communi- 
cation, and the improvements will be even more plaiuly 
manifest within the next vear. 


THE ROAD AND ITS BRANCHES. 


The main line of the road runs on the principal thorough- 
fare of San Francisco—Market street. The streets north 
and south of this all open into it. and the traffic is larger 
than on any otber avenue in the city. Not only do the north 
and south streets, such as Kearny, Dupont and Stockton,and 
Second, Third and Fourth open into Market, but the streets 
north of it running across Kearny and Dupont, such as 
O’Farrell, Sutter, Post, Geary, etc., also open into it. This 
latter line of streets run as an angle from Market. The 
lower ends of the cables of the 


and Market. 


therefore, makes the road a highly important one. It was 
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utter avd Geary street | 
cable roads are at the junction of these respective streets | branch. 
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streets. This branch makes another complete line from 
Golden Gate Park to the ferry. 

At Hayes street there is a horse-car branch out to Hayes 
Valley, through a populous neighborhood. The next branch 
to the right is that of Haight street. Every other car on 
the main line switches off here to go out Haight street to 
Golden Gate Park. At the end of the Haight 
street line aroad is being built to run as far as the 
Pacific Ocean Beach and Cliff House. This will be run by 
steam dummies, and will be a separate line from Haight 
street, though connecting withit. This ocean Jioe will soon 
be done, and it will be possible to go to the ocean beach for 
10 cents. The Haight street branch is a very important 
one, and the city 1s building rapidly outin that direction. 
Oppusite the main line engine-house is the Market street 
extension branch, a short piece of road now being operated 
by steam dummies, but soon to be run by a cable, provision 
having been made in the engine houses for the cab‘e for this 
It is one mile long. Baldwin locomotive dummies 


The peculiar central position of Market street, | are now running the curs on this branch. 


The grade on Market street is3!¢ ft. in 100. The grade 
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Fig. 1. 


PLAN OF MARKET STREET CABLE RAILROAD AND BRANCHES. 


supposed by many thata cable railroad on that thorough- 
fare would be almost impracticable, owing to its crowded 
state at certain periods of the day. Many thought the cars 
would have to be moved so slowly that they would be un- 
popular. Experience has, howeve, proven these fears to 
have been unfounded. In fact, the line makes better time 
ghan any of the cable roads, the cable runving about eight 
miles an hour, and including an average of 30 stops, the cars 
= from one end to the other at a rate of about 714 milesan 
our. 





| 


| 
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It has been found, too, that the speed at which the cars | 


are run tends to make people more cautious than on slower 
roads. Moreover, the track is kept clear easily. Teamsters 
know that the cars run fast, and at the first sound of the 
gong clear the track, not taking their time about it, as is apt 
to be the case with slower roads. People are not apt to try 
to run across in front of these cars, but seem rather to pre- 
fer letting them pass. The quick speed, therefore, has been 
——o to the road, and is very satisfactory to the 
ublic. 
, There are several branches to this road, transfers for 
which are given passengers without extra charge, the fare 
being 5 cents. At Fifth street is a horse-car branch, one 
mile long, running south. At McAllister street is a cable 
railroad branch, which will be in ruonivg order in about a 
month. There will be a —— cable to Market street, 
run by a se te engine, and the cars will switch off from 
this to the ket street cable at the junction of the two 





on Haight street is about 12'¢ ft. 
part. 


in 100 at the steepest 
THE ENGINE HOUSE. 


The engine house where the motive power of the cables is 
applied is on the south side of Market street at the junction 


of Valencia. At this point Valencia leaves Market 
by a curve to the southeast, and Haight street 
branches offat an angle of about 35 degrees from 


Market to the northwest, some 500 ft. before Valencia 
is reached. The plan. fig. 1, accompanying this shows the 
relative position of these streets. The upper part of the 
main building or engine house is of wood. The basement 
forms the engine and fire rooms, and is the principal part of 
the structure. The walls and floors are of brick. In the 
rear are bunkers which hold 2,000 tons of coal, which may 
be dum into them through chutes in the yard above 
Heavy brick pillars and arches support the root of this por 
tion, which forms the floor of the yard above. Outside the 
coal bunkers is an artesian well which supplies the boiiers 
with water. One of Low’s direct-acting deep-well pumps 
raises the water from this well, supplying first the heaters 
for the boilers, the surplus going to a tank above. 

The main portion of the basement is covered with a heavy 
brick flooring and foundation to the boilers, engines, heat- 
ers, etc. The room is well lighted and ventila In the 
rear of the engines are the long pits and tracks for the 
stretching apparatus, Fig. 2 shows a plan of the engine- 








house, and arrangements on the streets for the angle sheaves | 
of the various cables; G are the spur wheels of the engines, | 
which engage with each other, though the engraving shows 

aclear space between. The drivers are represented by H. 

The cable from the ferry is represented at A; and the same 

rope, returning to the ferry after going around the drivers 

and tighteners in the engine-room, is represented at B. Fig. 

3 is a sectional view ety shows the tighteners. 


street incoming and outgoing rope is represented at F’ F’. 
The outgoing Valencia street cable is marked by C, and the 
incoming one by D, The auxiliary rope is represented by 2, 
and its side-bearing sheaves are also shown. 

Outside, the most prominent feature of this building is the 
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wood, 2in. thick and set on end. Maple is used here, but 
beech is supposed to be better. The rope passes in from 
the street on a slight downward incline, as shown in fig. 31, 
just clearing the top of the forward driver, and passing on 
to the top of the rear one (or that next the engine, K). It 
passes three-quarters of the way around, and thence up- 


| ward, diagonally forward, over the top of the forward one, 
The Haight | 


then down and backward, just clearing the bottom of the 
rear one, to the tension-pulley Mon the stretching car- 
riage. There are only three-fourths of a turn on each of 
these drivers, or one turn and a half in all. 

Yet this drives 24,000 ft. of rope with heavy loads: One 
would hardly suppose that mere friction of the rope would 











PLAN OF DRIVING DRUMS, ANGLE SHEAVES AND CABLES. 


chimney, which forms an important landmark, and is next | 
to the largest on the coast. The base is 9 ft. below the 

level of the fire-room floor, so that it is about 24 ft. below 

the surface of the ground. The foundation is 30 ft. square, 

battering in one inch to the course until it comes to 16}¢ ft. 

square, where the flue enters. Then it goes up tothe water 

table, about 10 ft. above the surface of the ground. For the 

rest of its height the chimney is in the form of an eight- 

cornered star. The inside is a circle 7 ft. 6 in. in diameter. 

The top of the stack is 175 ft. above its foundation, or 166 

ft. above the fire-room floor. It was necessery to have this 
very high stack not only for good draft, but also to deliver 
the products of combustion high up out of the way. 


THE ENGINES, 


The power for the read is two pair of engines, with 
cylinders 34 by 48 and 24 by4§, a large and small one being 


Ss S 


SECTION 


compounded to work in pairs. The expansion cylinder has 
a capacity of double the initial cylinder. They are com- 
pounded by direct connection between the bottoms of the 
arge and small cylinders.. There is no extra receiver, the 
pipe answering as the receiver. Only one pair run ata 
time, the other pair being spare engines, to use in case of 
breakage of the others. These engines have Scott pillow- 
blocks, and the O’Neill cut-off, with automatic governor. 
They were made by the Union Iron Works of this city. The 
engines are weil made, and are doing very satisfactory 
work, the cards showing great efficiency. 

Each pair of engines furnishes 400 borse-power in ordinary 
working, and is capable of working up to 700 horse-power. 
The pinion on the engine-shaft is 4 ft. 1 in. in diameter, and 
20-in. face. It connects with a spur-wheel 12 ft. Gin. in 
diameter and 20-in. face, which in turn meshes with another 
spur-wheel of same size. Each spur-wheel shaft has two 
reels for the rope. The engines are set in pairs 19 ft. apart. 

The boilers in use are the first of the Babcock & Wilcox 
type ever put up on this coast. They came here all built 
and ready to put up, and are guaranteed to be of 250 horse- 
power for each section, there being four sections. These 
boilers are very substantial looking structures. There isa 
Llewelyn water-heater, 5 ft. in diameter, and a fine pair of 
the Dow steam pumps, made in this city. 

THE DRIVING ARRANGEMENT. 


The driving method is what is known as the American 
method of driving, and is about the same as thet used on 
the Gordon Plane in Pennsylvania, The engravings 
(figs. 2 and 8) show the general arrangement. Two pul- 
leys, H H, 12 ft. in diameter, are pla inline. The rims 
are loose, and in between these rims are bolted blocks of 


| method 


admit of this, but that it would slip. The tension apparatus 
is the secret of this result; without that it would be impos- 
sible. The automatic action of the weighted tension pulley, 
however, is such as to keep the rope closely jammed on tbe 
driving pulleys, so that it is not easy for any slip to occur. 
The great advantage of this method is the small number of 
wraps on the drivers, as wraps on drivers form one of the 
principal sources of breakage and wear on cables. The im- 
provements on the old English system (where numerous 
wraps are used) patented by 8S. B. Whiting in 1876-77, 
and used on the Brooklyn Bridge, are unsatisfactory, 
for this reason: The friction wheel from which the 
power is derived, located in line between the shafts carrying 
the driving drums, relieves the bearings, but the old and 
principal fault of the wrapping of the rope still remains. 


As the part of the pulleys where the rope first comes on | 


wears the most, the driver is not kept of uniform size. 


Fig, 3. 


OF ANGLE-SHEAVES, 


Therefore, the rope has to ‘“‘overhaul” to compensate for 
difference in circumference between the sides of the driver 
where the rope comes on and goes off. This overhauling 
throws excessive strain on the rope, and soon breaks or 
tears it to pieces. By the system we have described as in 
use here this objection is overcome, the rope nowhere tak- 
ing a complete turn of any driver. In the engraving, fig. 
3, F F shows the Market street cable ; O O the Haight street 
angle sheaves ; P P the Market street angle sheaves ; and S 
the cars on the tracks. 

On the same shaft carrying the drivers are large gears 
G G, fig. 2, of about the same diameter as the drivers, 
operated by a spur on the engine shaft of one-third their 
diameter, so the engine makes three revolutions to one revo- 
lution of the drivers. V-teeth are used on these gears, and 
they are 414 pitch and 18 in. face. There are four sets of 
these drivers for the four ropes, but one set of gears and one 
pair of engines operates them all. The other pair of engines 
is held in reserve as a spare set in case of accident. 


THE STRETCHING AND TIGHTENING ARRANGEMENT. 


The tension of the’ wire rope on all these roads is some- 
thing which has to be provided for, otherwise there would 
not be a uniform tension maintained. Moreover, the change 
in length, with the ordinary changes in temperature, during 
the day and night, of 24, ft. of metal cable, must also be 
looked after. Ona hot day the cable is several feet longer 
than on a cool one, and this ever-varying change in length 
must be compensated for, and the apparatus for doing this 
must be automatic. The rope is furthermore continually 
lengthening by wear, and during the life of a rope the total 
stretch is about 1 per cent. of its total length. The 
in use on this road is considered to be the 
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best known. Of course each rope has to have a 
separate stretching and _ tension arrangement. The 
principal object in keeping tbe uniform tension 


is to prevent the rope slipping on the drivers, it heing driven 
merely by friction. Behind the engines in the engine-room, 
and in line with the driving-pulleys, brick-lined excavations 
165 ft. long each and 5 ft. wide and deep, have been made, 
one for each cable. Over each one is a stretcher arranged 
for a separate cable. A description of one will serve for all. 
A large and beavily-framed carriage, L fig. 3, mounted on 
wheels and moving on tracks, is placed over the excavation. 
A pair of tracks, close together, is on each side, and each pair 
forms a rack-bar, with which a pawl on the carriage engages. 
These pawls prevent the carriage moving forward, as the 
strain of the cable tends to make it. On top of this main 
carriage is a smaller one, also on rails, the rails being on the 
main carriage. 

The small or supplemental carriage carries a vertically 
revolving pulley M about 13 ft. in diameter. The cable or 
1ope, after it passes around the main drivers of the engine, 
extends back around this pulley on the carriage. A very 
heavy weight N, hanging on a chain and connected with the 
supplemental carriage, passes over a chain wheel on the 
lower carriage, and draws backward on the upper one, thus 
keeping a constant tension on the cable equal to one-half the 
amount of the weight, the strain being divided between the 
upper and lower ropes. This tension pulley prevents any 
slipping of the cable on the drivers, as elsewhere described. 

The function of the lower carriage is to take up the per- 
manent stretch of the rope. When it is found that the 
weight is settling down into the pit, it is known that the 
cable has nermanently stretched. Then the lower car- 
| riage is moved back, and the pawls are dropped into the 
| ladder formed by two T-rails with pins through the webs, 
| forming a sort of rack-bar, thus holding the lower carriage 
| in its position. This moving of the lower carriage is accom- 
plished readily, notwithstanding the strain of the cable, and 
without necessitating the slowing of the ropes or interfering 
in any manner with the operation of the road. A heavy 
| tackle is hooked to the rear end of the carriage, and the tail 

rope or hauling part is taken to a spindle on the end 
| of the axle of the main sheave on the supplemental car- 
riage. This is revolving steadily all the time, and by taking 
| a few turns of the rope the tackle is operated by the power 
| of the cable itself, and the carriage hauled back on its rails, 
| the pawls before described automatically engaging with the 
teeth or pins provided for them, thus holding the carriage 
| at the desired point, As the lower carriage moves back the 
weigbt rises and the upper carriage remains stationary, but 
| changes its position with relation to the lower one. That is, 
when the lower carriage is drawn back as far as desired, 
the supplemental one is at the front end of the lower one, 
ready again to be moved back automatically by its compen- 
|sating weight. By the arrangement described 330 ft. of 
each cable can be taken up. 
THE WIRE CABLES, 
| The wire cablesin use by this company were made by 
| John A. Roebling’s Sons Co., of Trenton, N. J. The rope is 
| 41 in. in diameter and weighs 2 lbs. to the running fvot. 
| It is made of crucible steel wire. There are six strands of 
| 19 wires each around a manilla rope heart. The main or 
Market street cable is 24,125 ft. long; the Valeacia street is 
20,194; and the Haight street 20,002 ft. long. The McAl- 
| lister street cable, from the engine house at Masonic avenue 
to Market street, is 20,489 ft., and from the engine house to 
the western terminus at Fulton and Stanyan streets, 6,000 
| ft. The last two are the same kind of cable as the main 
| line, but made by the California Wire Works of this city. 
The cable is lubricated entirely with castor oil. Tar is first 
| used to fill up with and castor oil is added as the rope fills, 
| until it alone is used. They have to avoid the use of tallow 
| and other animal fats. 














CARS. 


One of the questions in connection with the new road 
which was most carefully considered was that of the con- 
struction of the cars. It was known that the traffic would 
| be heavy at certsin hours, both morning and evening, and 
| that the ordinary form of car and dummy was not entirely 
| satisfactory. Moreover, in changing a street road operated 
| by horses and having the usual large stock of common four- 
| wheeled cars, to a cable road, several things had to be taken 

into consideration. The outlay for reconstruction must be 
| large in comparison with the original cost of the road, and 








DRIVERS AND TENSION APPARATUS. 


| as the total cost of the cars is but a small percentage of the 
whole, the car must be so constructed as to fulfill the follow- 
ing requirements: 1. To be as safe as possible for the pub- 
lic; 2. To ride easily, either empty or loaded, and carry 
large loads if required; 3. To be easy to get on or off, and 
neat and symmetrical in appearance; 4, To be cheap in first 
cost and maintenance, and so arranged that old horse cars 
can be converted to cable cars without great sacrifice to 
property. All of these requirements seem to be fulfilled in 
the combination car in use on the Market street road. 

The cars and dummies on this line, shown in fig. 4, are 
made in one. They are different from any previously made, 
being entirely original in design. They have more the 
character of a steam than a street car, as the engravings 
show. The whole car is 34 ft. long, and weighs 9,600 
pounds. The forward part, for a distance of 14 ft., is open 
all aronnd, but has a roof supported by ornamental posts. 
In the centre is the brake and grip mechanism, and the 
engineer or dummy man stands isolated in such a position 
that he cansee ahead and on both sides. There are two 
front seats on each side, but the centre is open in front, so 
that no passenger can obstruct the view. The seats on the 
side are wide and comfortable, and set back so the passen- 
gers’ feet are inside the line of the sides of the car; they are 
completely protected trom passing vehicles by four strong 
posts. They are high upalso. Outside is a broad step run- 
ning lengthwise the car on each side, and on this many can 
stand and hold on by the strong iron vertical hand-bars 
shown in the engraving. 

The object of arranging the seats so that the passengers 
may sit with their feet inside the line of the side frames of 
| the car, is to avoid liability to accident. In case of a wagon 
| being backed against the car, or striking it in any way, the 
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passengers are uv out of harm’s way. The height of the 
seat takes them up out of the dustalso. The whule arrange- 
ment of these cars has proved highly satisfactory to the 
public and to the company. They carry large loads of pas- 
sengers, run smoothly, and round the curves readily. They 
are, moreover, handsome in appearance. They are con- |; 
structed in such a manner as to combine great strength with 
lightness. A noticeable feature is the absence of any jog- 
ging or jarring motion ordinarily incident to dummies. 
Market street being the main thoroughfare in the city, it 
was absolutely necessary to make the cars safe. It is easy 


railroads, and that they are connected by a single king-bolt 
or pin with the body of the car. We stated elsewhere that 
by,the use of these trucks the cars turn the curves easily,and 
ride without jolt. 
THE BRAKES. 


The brakes used on these cable railroads are very impor- 
tant factors in the safety of the system. On this road, par- 
| ticularly, running at the speed it does and through a very 
crowded thoroughfare, it is necessary to have the brake gear 
very efficient, in order that sudden stops can be made. It is 
to get on or off, by reason of the many posts and handles | found in practice that one of these cars, weighing 10,000 
for support. | pounds, and loaded at that, while running at a speed of eight 
There is no communication for passengers between the car | miles an bour, can be fog ge in 10 ft. Even air-brakes 
and dummy, and people cannot come out of the front of the | could not beat this. While the ordinary brakes are attached 
car to alight. Most of the old street cars of the Market | to the wheels in the usual way, one set for the engineer and 
street line have been utilized by an open portion being built | one for the conductor, each set acting independently, the 
on, though, unless it was pointed out, the connection would | main dependence is placed on the track brake. 
not be seen. The front platforms are removed, butother-; These track brakes are the outgrowth of the cable rail- 
wise the cars are not changed. These cars are light and | road system, being adapted for use on very steep grades, 
well ventilated, and their interiors are all of bright var- | where, if the wheels were locked, even, the car itself would 





rectly down alongside the cable, without offset. The grip- 
bar on which these parts are mounted is secured and sup- 
ported by a frame on the running gear or truck, and not on 
the car itself. ‘the car body can therefore be mounted on 
springs without any of the spring motion being imparted to 
the grip, and through it to the cable. In the way in which 
this grip is arranged all the parts liable to get out of order 
are accessible, and it is not necessary to provide pits in 
which to examine them. 

When the car is at a stand-still the wire cable passes along 
over the chilled.iron grooved rollers at each end of the lower 
die. The lever operating the grip is then inclined forward 
When the engineer desires to start the car be moves the 
hand lever back. This action moves the inner frame down- 
ward, carrying with it the upper jaw or die. This diecon- 
sists of a hollow piece of soft cast iron secured in the lower 
end of the sliding part. The lower die is a shcrter piece of 
soft cast-iron fitted lengthwise between the two rollers. This 
is arranged with set screws to be raised to take up wear. 
The upper die is longer than the lower,and as it is forced down 


nished woods, with wooden perforated seats. The car body 
has each end supported on four wheels, united’ by a frame 
or truck having a pivot or swivel, so that the 
trucks may turn and accommodate themselves to the 
curvatures of the road, as on ordinary passenger 
coaches. The grip is mounted on the solid truck of the 
forward or open portion of the car, an opening being made 
in the floor for it to project up through. As the distance 
between the pairs of wheels on the truck is small the move- 


ments of the truck in accommodating itself to the curvature | 


of the track are small, and do not affect the grip. The long 
car-body can make long and sweeping curves, necessitated 
by its length, very readily, as the two trucks so widely sepa- 


rated are each on pivots, like the trucks of steam cars. The | 


rigidity of the ordinary street car running gear is avoided, 
and there is no grind on the rails. It is the first time this 
system has been applied to street cars. The length of these 
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cars necessitates some better form of running gear than that 
in ordinary use, so the system described was adopted. 

The cars ride smoother than avy horse car in the city, 
there being none of the jolting motion so common. The 
road-bed is so solid and the rails so well joined that the 
wholeroad is smooth. The cars are well lignted by end and 
centre lights, and brilliant head-lights are used in front, 
which light up the street far ahead. There is a large gong 
outside and on top of the car in front, which, while it sounds 
a loud alarm, is not heard so much by the passengers as by 
those it is intended to warn. The engineers and conductors 
are uniformed neatly. and during the hours when crowds 
prevail, there is an extra conductor or collector put on the 
forward car. 

It is a mistaken idea that these cars can run no slower 
than the cable. By reducing the grip pressure, by means of 
the level, the cable slips along and the car does not move so 
rapidly; in fact, it may be slowed to a snail’s pace, almost, 
while waiting fora team to get out of the way; and the 
starting-up is so gradual that no jerk is felt. 

Among other peculiarities in the construction of the 
cars is that of the fender or “‘ kid-catcher,” for picking u 
any stray youngsters who may fall on the track. It will 
not do to put a fender or catcher on the car itself, as the 
car has a considerable range of movement from variable 
loads and the plunging motion caused by inequalities of the 
road. The fender cannot be, therefore, readily carried at a 
fixed distance from the ground. 

The method adopted is to secure to the forward edge of 


the rigid truck frames in front of the wheels a plank or | 


frame extending in front of the car itself. It extends across 
the whole width of the car, and is not over two or three 
inches above the surface of the track. Knuees or braces se- 
cure it firmly to the truck frame. The front edge is 
rounded. The construction of this part of the car is such as 
to lessen danger in case of persons falling in tront. 

We give herewith two engravings, figs. 5 and 6, showing 
the details of the running-gear of these cars. The rear truck, 


fig. 6, carries the track brake, which is between the wheels | 


by the inner frame it rests on the moving cable, and pushes or 





| slide on the rails. It is a very powerful appliance, and by | presses it tight on the rollers before pressing it on the lower 
| its means one of the heavily loaded cars may be stopped | die. Gradual motion is thus imparted to the car, without 
| very suddenly. In the first place, it may be stated that| jerk or jar. A still further downward motion of the upper 
| both the wheel brakes and track brakes are entirely inde- | die forces the rope or cable on to the lower die, the cable 
| pendent of the car body, the whole mechafism being on the | being thus held tightly between the dies. A reverse motion 
| trucks, or running gear. The track brake is on the rear-| of the lever raises the frame and upper die, and releases 
| truck, as the engraving, fig. 6,shows, between the wheels, its | the cable and allows it to run through freely without 
operating lever, however, eee under control of the en-| imparting any motion to the car. The brake can then 
| gineer or dummy man who handles the grip. | stop the car. The head of the toggle operating the inner 
Under the car is placed a rock-shaft, operated by the lever, | frame slides up and makes a difference in the length of the 
which works toggles or knee joints, forming a powerful pair | link, so that wear of the upper die is accounted for. Wood 
of levers, which press down on each track a broad block of | has been tried for the dies. and so has brass, but soft iron is 
wood B. The weight of the car can almost be lifted on these | found to be as good. The dies are easily changed. The 
blocks, so powerful is the leverage. The device is very | frames of the grip are made of steel, from the Judson Iron 
| effectual, works quickly, and is not liable to breakage. It | & Steel Works in Oakland. Phosphor-bronze was found to 
is operated by a hand-lever. The ordinary wheel brakes are be too soft. Steel seems the best. They have been made 
| controlled by a foot lever near the engineer, so when the of common cast-iron, but this is too brittle, as a blow may 
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| grip is released he can slow down with the wheel brakes or! break it. The law prescribes that the slot in the street 
stop suddenly with the track brake. In addition, the con- | through which the grip passes must be no more than %4 in. 
ductor can operate the wheel brakes on the rear part of the | wide, so it will be seen that there can be no spare metal, for 
car. The engineer can throw down the track brake on the | there must be some play. This grip works very satisfac- 
rear part of the car and lock the four wheels on the forward | torily indeed. The grips were manufactured by William H. 
part at the same time. Birch, of the California Machine Works, San Francisco, as 
THE GRIP. were also the shears and tighteners. 

The most important appliance on this class of roads is the 
gripping attachment, or grip, by which connection is made 
and unmade between the cable and the car. It is necessary | 3 ) ] 
tohave a gripping apparatus simple in construction, with | other cable roads was carefully considered, with a view, if 
as much as ible of its mechanism above ground, so as| possible, of providing against difficulties formerly met 
to be accessible at all times, and to be carried at a uniform | with. Every detail was studied with the utmost attention. 
depth below the slot, so as to always maintain its position |The constructors had themselves built one successfully 
relative to the slot. In these cars the grip shown at G, fig. | operating cable road in the city, and were fully acquainted 
4 and 5, and by fig. 7, hangs on the fixed part of the truck, | with the requirements. Cable railways are ordinarily con- 
and not on the car itself. The truck is like that of a coach. | structed of iron ribs of the form of the tube, set at suitable 
The grip is between the centre bolster and the forward axle | intervals, to which the slot iron or timber, as the case may 
of the truck, and there is but little motion to it, as the | be, is bolted, and the spaces between these ribs filled with 
dummy man who operates it stands directly over the king- | wood to form a continuous tube. Outside and inde- 

| bolt, around which the truck is free to swivel. pendent of this tube the rails are laid, supported on 

The grips of these cable roads are as much a mystery to | short ties or other foundations, and connected horizontally 
most people as a steam engine. Men ride behind locomo- | with the iron ribs by short bolts or rods, but are liable to 
tives and on steamers every day who have no definite idea settle by the undermining of their foundation without re- 
of the power that moves them. They ride on cable cars | gard to the tube or the other rail of the track. This will 
day after day and year after year, see a man use a lever to | frequently occur by the renewal of the paving outside of 
stop and start, but beyond knowing that something grabs | the track, the introduction of house-connections with the 
the rope, they are in the dark. To describe in detail the | main sewers, or other disturbances of the track. This set- 
operation and construction of a grip would puzzle nearly all, | tling causes great inconvenience. _ 

Yet the operation is quite simple, now the idea is worked | It was determined, in building this road, to form a single 
out, though the problem had many difficulties which only | rigid structure, by connecting the rails and slot-irons by 
experience and ingenuity have been able to overcome. yokes, and uniting the whole by employing concrete. 

The grip in use on this road is one invented and patented | The engraving, fig. 4, shows plainly how the road-bed has 
by Mr. Henry Root, the Engineer and Superintendent of Con- | been made. The main tie or yoke connecting the sopene 
struction, and is illustrated by fig. 7. It is formed of two | rails, shown at J J, fig.4, is formed of old railroad T-rail, but in 
frames, one sliding outside the other. The inner one is se- | Suitable shape, bead down. It embraces the tube, and bas 
eured to the grip-bar of the dummy (or forward part of car) | fastened to the ends suitable chairs or plates, to which the 

| by bolts, and carries the lower jaw, while the outer frame, | rails are secured. From the lower part of the curved yoke 
which slides up and down upon the inner one, carries the | extend upward two supports for the slot-irons. The lower 


CONSTRUCTION OF ROAD-BED. 
In laying out the plans for this line the experience of 





on each side. In addition there are the usual wheel brakes. | ypper juw, the quadrant, the operating lever and adjusting 
The forward truck fig.5,carries the grip and brake levers. A | mechanism, and is held in place by guide plates ex- 
rod, shown in tig. 6, connects the rock-shaft of the track-| tending across the stationary inside frame, and between 
brakes with the hand lever on the front truck. It will be which it slides. 


seen that these trucks are similar to those in useon steam! The frame carrying the jaws passes through the slot di- 





endsof these are sufficiently separated to form the necessary 
width for the tube. 

Tie-rods connect these supports with the main yokes 
through the chairs. The two rails, slot-irons, and yoke are 
then all connected rigidly together as one. These yokes are 
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placed every three feet along the length of the road. The 
rails and slot-irons being connected in the same structure, 
all the parts are maintained im their relative position. 
Whatever may occur to alter the place of one has no effect, 
unless the change is sufticient to affect the whole structure. 

In building the road, the first thing done was to excavate 
places every 9 ft., in which was constructed a concrete pier 
(fig. 4) 16 in. thick by 5 ft. long crosswise the track, on 
which the main structure stands. 

_ There are altogether some 9,000 of these piers, the founda- 
tion of which are 10 ft. below the rails. For a number of 
blocks at the lower end of Market street the street is made 
ground; that is, it has been filled in on to the bay mud. In 
order to get a solid foundation, piles had to be driven to 
support these piers, so all tendency to settle was avoided. 

The piers being built and the trench dug, a section of rail 
and slot-iron was put in place on the piers, and concrete 
filled in, filling the space between the rails and slot-irou, and 
fcrming a support for the iron-work. 

The concrete was not filled in the centre, but a core was 
temporarily used, so the tube or ropeway was thus formed 
between the slot-iron supports. As nearly all the weight of 
the traffic is on the rails, the tendency of the rails to godown 
is resisted by the deep girder of which the bent tie forms the 
top and this continuous mass of concrete the bottom. There 
is no danger of unequal settlement. Fig. 4 shows a section 
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nished by the constuctors to the Cambria Iron & Steel Co., 
of Johnstown, Pa., which made the first lot. ‘hése on the 
road under consideration were made here by the Pacific Roll- 
ing Mills, from imported Bessemer steel blooms, The rail 
weighs 38 Ibs. to the yard. Itis a sort of combination T 
and street car rail, the object being to get something that 
could be secured with a fish-plate joint. The rail is 3 in. 
wide, 2 in. face, and 1 in. ofinner flange. Itis 3in. high. 
‘The main peculiarity is in the inner part of the T being 
dropped down to form the flat flangeway for the car wheels. 


SUPPORTING PULLEYS. 


Every 30 ft. along the road is a grooved supporting pul- 
ley; one of them is shown at ¢, fig. 4. These form the car- 
riers for the rope. The pulley for this purpose is a solid 
casting, axle and all. It is 15 in. in diameter over the 
flanges, and 13', in. in diameter to the bed of the groove 
where the rope bears. The axles are 114 in. in diameter, 
and 12 in. long. The bearings are 2°4 in. long. A flange, 
or rib, is cast on the axle to prevent end motion, and it runs 
ina corresponding groove in the box. The box in which 
each bearing sets is a lignum-vite# block, set in a cast-iron 
shell which carries the lubricant. That used after compara- 
tive test is the Standard Lubricating Compound, made by 
the New YorkRefining Co. The shells fit in a cast-iron 


frame, which rests on a small brick foundation in the tube 






































Fig. 5, 




















Fig. 6, 
REAR TRUCK SHOWING TRACK-BRAKE. 


of the road-bed with these piers. The soil in which the road 


is built is sanay. 


In building this road, over 40,000 barrels of Portland | pulley of some three 
There were 25,000 ribs | 


cement were used for the concrete. 
or yokes used also. Of the steel channel-rail that forms the 
slot about 1,000 tons were consumed. 
The form of this slot-iron is peculiar. 
iron in the ordinary sense. c 
the inside or lower portion is 5 in. deep and %& in. thick be- 


low the fillet. It is bolted on to the upright of the ribs. | 


The top part is 2%4 in. wide and | 


or rope tunnel. There are two side walls that the edge of 


| the frame rests on, leaving a clear passage-way under the 


inches. 


Each of these supporting pul- 
leys weighs about 40 pounds. 


They last a long time and are 


seldom broken. 


It is necessary to have these pulleys readily accessible, so 


It isnot an angle | over each one is a removable plate, which it took some 


ingenuity to devise, since the plate must be secure in its 
place, must form no obstruction to traffic, and stand heavy 
blows, and at the same time must be constructed so as to be 


The upright parts of the two slot-irons are wider apart at | taken up readily for oiling the pulley and cleaning the rope- 


the bottom than on top. The edges of the iron are % in. 
apart at the topand 5in. at the bottom, although only 5 in. 
deep, the slope being divided between the two. They slope 
back almost 2 in. in 5. This gives room below for the 
straps on the grip. } 

By building the whole road on piers a very firm founda- 
tion was obtained, and chance of any settling obviated. 


was served by this. 


nections or connect with water or gas pipes can do so with- | ; t 
run all such connections | be disengaged by accident. 


out disturbing the road. They ) 
between the piers, and even if careless workmen fail to make 
all solid again, the road does not suffer. 


TH L. 
The rail used on this road 1s peculiarin shape, and is the 
same put in the California Street Railroad in 1877. The 
form was made especially for that road, drawings being fur- 





If | 
the street was dug away this structure would remain on its |by the channel-iron, and 
9,000 piers, like one of the old aqueducts. A double purpose | The latch or 
People wanting to make sewer con-| hangs in the cast-iron frame out of 


way. The plate is 12 by 16 in. and of flat 3¢-in. wrought 
iron. On the under side, running lengthwise the centre, is 
achannel-iron truss for the truss straps, three of which 
cross it. One end of this channel-iron truss projects past 
the plate and nips intoa recess in the cast-iron frame. The 
other end comes flush with the plate, and a cast-iron hook 


or dog drops or latches into the recess formed 
holds the plate in place. 

dog bas a weight formed on it, and 

the way up- 


lt isautomatic in its action, and cannot 
The top of the plate has numer- 
ous rivet heads to roughen it, and secure the truss and 
straps. The plate is subject to very heavy blows, so no 


der the pavement. 


rings or loose lifting arrangements can be used. Two holes 
are bored in the plate by which the hook is disengaged and 


it is lifted. The pulleys can then be oiled. The tube is also 


cleaned out through these openings. A man with a pecu- 
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liarly shaped shovel or hoe, operated through the grip-slot, 

pushes the dust and dirt to the opening, where it is readiiy 

removed. These plates. complete, cust about $2 apiece. 
THE DEPRESSION PULLEYS. 

It must be remembered that in these cable roads, in addi- 
tion to the supporting pulleys below, which prevent the 
ropes sagging, there must be also pulleys provided at the 
crossings of up-grades, to hold the traveling cable down be- 
low the surface of the street and within the tube. These 
pulleys, being above, would necessarily be in the way of the 
grip on the car, which is also above, if provision were not 
made to let the grip pass. This is by no means a simple 
problem, and more or less trouble has been experienced with 
those in general use. The depressed pulley mechanism on 
the Market-street road, the first of its kind used, hasanswer- 
ed the purpose admirably. 

The depression pulleys are usually common pulleys, upon 
the under side of which the cable passes, and which are 
placed to one side and passed by a peculiar grip, or adapted 
to move in some manner that the grip may pass, and then 
return to position. The method used on the first roads con- 
structed here was to place the cable some distance to one 
side of the slot in whicb the grip travels. The grip was then 
made L-shaped, so as to enable the shank to pass the depres- 
sion pulleys as the cable was carried by the grip at a fixed 
distance below the surface of the track. As the grip ap- 
proaches these pulleys the cable is pressed down clear of 
them, and the shank passes to one side of the pulley, the L 
forming an offset. This method is objectionable because the 
draft is to one side and causes a twisting strain on the 
shank. A grip with no offset, and passing down vertically 
without angle, cannot pass depression pulleys arranged in 
the ordinary way. A different plan was therefore necessi- 
tated on this road. 

At the proper position under the roadway is placed a hori- 
zontal arm, one end of which is pivoted or swiveled in a 
suitable manner near the slot opening, and the other end of 
which carries a pulley. This is the depression pulley that 
holds the cable down. A counterpoise or weight keeps 
the arm and pulley in their places with relation to the cen- 
tre of the slot and over the cable. As the car comes along, the 
grip of course bolds the cable down so as to press it out of'the 
groove in the pulley. This leaves the arm carrying the pul- 
lev free to swing aside but that it is held by the counter- 
poise. The shank of the grip, however, begins to press 
against the side of this arm near its hinged end, and with- 
out jar or shock presses the arm and pulley aside. The in- 
stant the shank has passed the counterpoise brings the arm 
and pulley back to its central position again. As the car 
gees on further the rope gradually swings back up to 
its normal position and comes into the groove of tbe puiley 
again. The frame or arm carrying this pulley is set at a 
small angle to the plane in which the grip-shank ‘travels, 
and if any part should become broken, the weight or coun- 
terpoise draws the pulley and frame out of the way out of 
the line of travel of the shank, so there isuo danger of any 
obstacle in the line of travel of the grip. There is no spring 
to get out of order inthis arrangement. It must be remem- 
bered, of course, that cars can go only one way on the 
respective tracks of these cables, running up one track and 
down the other. The grip always comes one way, and 
as the arm is set at an angle with the slot and partly 
crosses it, the grip-shank must come in contact with it 
just at the right time and push it aside. The arm is about 
éft.long. This is an ingenious arrangement, and is at the 
same time both simple and effective. 

ROUNDING THE CURVES. 

There are several mechanical difficulties to be met with 
on the curves of cable roads especially where they have to 
pass around those of 90 degrees or more, with a radius now 
commonly used in cities with narrow streets nearly or quiet 
at right angles with each other. The means used for round- 
ing the curve on the Market street road are different from 
those applied anywhere else, and deserve some detailed de- 
scription. The curve on this road where the new system is 
applied is at the junction of Market and Valencia streets, in 
front of the engine-house. 

The main feature is in the use of an auxiliary cable in the 
curve on the line of the grip-slot, running at half the speed of 
the main cable. The two streets named do not meet at right 
angles. The Market street cable passes around its guide 
sheaves into the engine-house, and that of Valencia street 
does the same. Between the end sheaves of these respec- 
tive cables plies the auxiliary one which carries the cars 
from one to the other. 

This auxiliary cable is driven from a6 ft. V-shaped iron 
wheel on the engine shaft. Guide pulleys suitably placed 
lead it out into its tube or rope-way, and back again. 

In the curve it is guided by 15 side-bearing coned pulleys. 
The bases of the cones are downward, so that when the cable 
is within the jaws of the grip it is opposite the upper part of 
the conical face, and there is sufficient space for the grip to 
travel without touching the sheaves. When the cable is re- 
leased from the grip, it may settle to the lower or larger 
ortion of the sheave-face. The auxiliary rope is 400 ft. 
ne, and the curve has 80 ft. radius and about 55 degrees 
of angle. 

The diagram, fig. 2, showing the plan of the engines and 
the guide-pulleys of the various cables shows also the 
vosition of the auxiliary cable and the side-bearing pulleys 
By examining this it will be seen that the auxiliary cable 
only runs between ove pair of tracks, and propels the cars 





only from Valencia street uround the curve into Market 
street. It happens that at that point the grade is such that 
the cars coming from the ferry, when they let go the Market 
street cable, willrun by gravitation around the curve to 
the point where they can take hold of the Valencia street 
cable. 

There is no need, therefore, of any cuble to take them 
around to the curve when going out to the Valentia street 
end of the road. On the return, however, they are on the 
up-grade, and there the auxiliary cable comes into play. 
slight bend or turn in the track out of its regular Jine swings 
the car and grip to one side, so that the cable passes out of 
the side grip from between the jaws. The momentum of 
the car carries it on a few feet to the point where the auxil- 
iary cable is running, and this cable passes into the side of 
the grip, the jaws of which are open to receive it. By the 
proper movement of the lever by the dummy-man the grip- 
jaws close on the cable, and the car is drawn around the 
curve. As it reaches the end of the auxiliary rope another 
curve or swing in the track swings the grip away from the 
rope, the jaws being opened for the purpose. The momen- 
tum of the car carries it a few feet, to the point where the 
grip may take hold of the main line cable, and continues on 
its way. The cars have only a space of about 8 ft. to travel 
by momentum. The distance they travel on the auxiliary 
rope is about 120 ft. 

At proper points on the roadway are iron plates with 
block letters, with the words ‘let go,” “stop,” etc., so the 
engineer will know exactly where to manipulate the grip 
and brakes. At night the big headlights show these plates 
plainly. 

Experience proves that it is impracticable to move cars 
around short curves at the same rate of speed at which the 
cable should travel on straight lines, as the sudden change 





of direction would have an unpleasant effect upon passen= 
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gers. This auxiliary cable travels four miles an hour—just 
half the speed of the main line cables. 

The tension of this auxiliary cable is much less than that 
of the main cable, as it only bas to move one car at a time 
around the curve, while the main cable has the strain of all 
the cars which are running on the various grades of the 
whole line. The tension being so much less, it is easy to re- 
lieve the grip from side strain and prevent undue friction 
and wear in passing curves. 


SWITCH AND SAFETY ARRANGEMENT. 


Just before the curve at Valencia street is reached, the 
cars which are to go out the Haight street branch switch off 
from the main line to the right. There the Market street 
cable bas to be dropped whilethe car goes around its curve 
in switching on to the Haight street cable, which, as before 
explained, is a separate rope entirely. The switch is so ar- 
ranged that not only the rail but the grip-slot is set for the 
car as it goes around the curve. It was found that some- 
times the dummy-men were careless, and did not let go the 
cable in time, so that as the car started around the curve the 
— kept carrying the grip straight ahead on the main 
ine, 

The consequence of this, as might be expected, was a 
broken grip, and sometimes a cut cable. It would not do, 
therefore, to trust entirely to the dummy-men at this point, 
and arrangements had to be made to provide some sort of 
safety apparatus, so in case the cable was not dropped nu 
breakage could occur. 

A switchman stands at the switch to move the lever which 
throws over the guide rail and slot-iron for turning the car 
off the maiv track. The same movement that does this also 
works the safety apparatus, some 30 ft. away. 

Counected with the switch-lever, by bell-cranks, is a long 
shaft. On the side of this is a pin carrying a roller 6 in. in 
diameter and 8 in. long. This shaft is at one side of the 
rope tuvnel or tube. The roller stands in an upright posi- 
tion—to one side and out of the way of the main-line cable 
and grip—when_the Haight street switch is closed. 
The main line is then clear for the passage of the grip, 
without releasing the rope. When the switch-lever is 
moved, however, the shaft is revolved by the same motion, 
throwing the roller down on top of the rope and pressing 
the cable down out of its straight line. The top of the roller 
is then lower than the bottom of the grip, so the grip is free 
to pass over it, provided it has released the rope. 

When the car comes along, if the grip bas dropped the 
cable it passes on around the curve all right op to Haight 
street, on a slightly descending grade. In case, however, 
the cable has not been released by the grip, the cable draws 
tbe roller up and revolves the long shaft which swings the 
bell-crank on the switch end of it, closes the switch, and 
compels the car to keep the main line. Of course then no 
grip can be broken, because the car keeps on the same line 
as the cable. The car is then stopped, backed up and moved 
around tbe curve, where it should have gone in the first 
place. The fact of it having gone on down the main line is, 
of course, proof that the dummy-man neglected his 
duty, and several repetitions would prove his inefliciency 
aud cause loss of position. It makes the men careful, there- 
fore, at this point. Still, the safety arrangement always 
stands ready automatically to correct any such faults, or at 
least to prevent breakage and detention. 

As the cars return from Haight street to the main line 
they let go the Haight street cable, which passes off to the 
right around a guide pulley, crossing the street to the en- 
gine house. The car runs by gravity around the slight curve 
on to the main track. Here the main Market street cable 
must be picked up, and an ingenious arrangement has been 
devised for this also. 

It will be remembered that the grip isa side-bold one ; 
that is, the cable goes in at the side to be caught by the grip. 
Tberetore, if the rope were raised up vertically at this 
point, it would strike against the bottom of the grip and 
prevent its being raised. 

The rope, of course, when dropped by the grip, falls into 
the supporting pulleys, which are below the level of the 
grip, so the cable must be raised until the grip can take it. 
The lifting arrangement consists of across of 114 in. gaspipe, 
one end of the head_of which is hinged to each yoke of the 
road-bed frame. No guides are needed. The pipe project- 
ing from the cross carries a conical roller 6 in. long, 6 in. in 
diameter at one end, and 21g in. at the other. A chain from 
the end of this pipe comes up to the surface of the street. 
The conductor .leaves the car and pulls on the chain. This 
raises the pipe and roller, and the conical roller strikiug 
against the rope not only raises it, but causes it to describea 
sort of half circle, drawing it to one side, so that when all 
the way up it slides back, down the smali end of the roller, 
into the side of the grip, between the jaws. It is then 
grasped by the grip, and the car goes on down theline. This 
arrangement answers the purpose perfectly, and is very con- 
venient. The cost of construction was trifling. 


THE TURN-TABLE, 


At the ferry-house, foot of Market street, the cars are 
turned around, so the open portion carrying the grip will 
be ahead. This turn-table is on the wharf, over the water, 
and the large pwley around which the cable turns is just 
beyond it. A slight raise in the track is made at this point, 
so as to give a down-grade on the way back, for a short 
distance. As the car comes down the street the cable is re- 
leased from the grip, by a slight bend in the track taking 
the car out of its line. The momentum of the car carries it 
on to the turn-table, which is 30 ft. in diameter. There are 
four sets of tracks, one for the incoming car and three for 
the outgoing. The Valencia street car is shifted to its side- 
track, the Haight street car to its track, and the McAllister 
goes on a track prepared for it. These three outgoing tracks 
werge into the main line a short distance from the turn- 
table ; but by having the three side tracks, the cars for the 
respective routes may follow each other quickly. Being on a 
grade, the cars are readily pushed to these tracks, and run 
by gravity afew lengths, to where they grasp the cable 
running up Market street. The grip does not have to be 
raised while the cars are on the table or side tracks. 

There are two tracks on this table, so it can be turned and 
transferred by them at the same time. By having the 
double tracks, when one car comes in and is turned around, 
headed for its side-track, the other pair of tracks of the 
turn-table is in position with relation to the main track, so 
the incoming car can come right on. The table has, there- 
fore never to be turned back. Between both tracks there is 
a slot and tube-way for the grip, forming a continuation of 
the Incoming and outgoing tracks, into which the grip 
passes, and passes out of the opposite end after the table is 
turned, the cable itself being dropped down and passing to 
one side of the foundation of the table. 

_The turn-table is revolved by the power of the cable itself. 
Under the street is a 4-ft. wheel, in the centre of which is a 
LO-in, wheel impinging on the lower edge of the turn-table. 
This isa paper friction wheel. On the street above a man 
operates a lever, which pressesthe moving cable on to the 
rim of the 4-ft. wheel, thus revolving it and the 10-in. 
wheel, and giving one-fifth the speed of the cable to the 
turn-table, The table can be thus turned round slowly, and 
stopped as desired. Dogs drop into place and hold the table 
Opposite the track on which the car is to run, 
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THE DEPOT AND CAR-HOUSES. 
At the end of the Valencia street line is the fine large car- 
bouse or depot, where the cars are kept at night. The 
structure is a very large one, 420 ft. long by 100 ft. wide, 
and two stories high. Great rows of windows and sky- 
lights make the building light and airy, aud the company 
own ground around it so the light cannot be obstructed, 
There are elevators for lifting the cars to the upper story, 
arrangements for shifting the cars on the numberless tracks, 
and all the necessary features for a depot. At the end of 
the line is a turn-table, and from it the cars run by gravity 
into the depot. They run out tothe track again from the 
lower end of the depot. : 

The cars on the Haight street branch are housed in a depot 
fcr their special accommodation, on Haight street, midway 
between Shrader and Stanyan streets, about 250 ft. before 
the terminus is reached, The depot is a two-story structure 
—one floor only, however, having been built. Provision 
has been made for the second floor when required. There is 
a grade of 314 ft. in 100 on the road at this point, so that 
the cars run by gravity from the main track into the 
house ; and go out by gravitation, also, from the other door 
to the main track again. 

Tbe road was opened on .iug. 22 last. The officers are 
Leland Stanford, President; Charles F. Crocker, Vice-Presi- 














Fig. 7.—Root's Patent Grip. 


dent; J. L. Wilcutt, Secretary; Henry Root, Engineer and 
Superintendent of Construction. The general design of the 
whole road was made by Mr. Root. who also designed and 
constructed the California street hill cable road. Many of 
the appliances and devices in use on the road were invented 
by Mr. Root; notably the cars, grip, tension apparatus, 
road-bed, depression pulley, etc. All the details were ar- 
ranged under his immediate supervision, and the road is 
operated under license from him. The road isa first-class 
ow job, and superior in its details to any heretofore 
uilt. 





Questions from the New York Railroad Commission 





The following circular has been issued to the railroad 
companies of the state by the New York Railroad Commis- 
sion under date of Nov. 5: 


The Board desires such information and suggestions as the 
experience of railroad companies can suggest in reference to 
the following subjects : 

LOCOMOTIVE BOILER INSPECTION, 

First. What system of locomotive and boiler inspection is 
in force upon your road ? 

Second. Ought there not to be a law requiring all locomo- 
tives to be tested by the Master Mechanic of the company, 
or some other competent person to be employed by the com- 
pany, and requiring his certificate to be at all times dis- 
played upon the locomotive ? How often does safety require 
such test to be applied ? 

COLOR BLINDNESS. 

Third. What bas been the experience of your company in 
reference to color blindness ? 

Fourth. What colors do you find to be most objectionable 
in this respect ? 

Fifth. Ought not the iaw to require an examination for 
color blindness or defective sight, to be made annually by 
some competent person employed by the corporation, of all 
persons employed in positions requiring them to distinguish 
form or color signals? And ought not such examination to 
be made before the employment of persons in such posi- 
tions? By the Board. WItLriAM C. Hupson, 
Secretary. 





The Trade Dollar Again. 


One of the conductors on the Auburn road tells a good 
story on himself. A passenger recently tendered him a 
trade dollar for fare. The conductor examined it and re- 
marked, ‘‘ [ don’t want that piece of money,” ‘‘ Well, give 
it to the company, then,” replied the passenger. Elmira 
Free Press. 
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Boulethutions: 


More Fast Tunnel Work. 


BrncuamtTon, N. Y., Nov. 14, 1883. 
To THE EpIToR oF THE RAILROAD GAZETTE: 

Iu the tunnel taken out for use of the south-bound track 
at Factoryville, Pa., on the main line of the Delaware, 
Lackawanna & Western Railroad, the heading was driven 
during the month of April, 1883, 471 ft. The new tunnel 
being parallel to the old one, and 16 ft. of rock left between 
them, it was found necessary for ventilation, as well as con- 
venience, to draw a 7 ft. cross cut through from the new to 
the old tunnel. There were noshafts. Thecross-cuts driven 
in April were two, size about the same as the heading, 7 by 
16 ft., making a total headiug of 503 ft. Nature of rock 
blue, red and gray sandstone, making a good roof, with no 
arching necessary. The drills used were two Ingersoll, sup- 
ported on columns, in each heading. The system of work 
was taking out the centre cut. The heading was driven in 
two ends and 11-hour shifts. The drills were worked by 
compressed air. Benches followed the heading, both worked 
at the same time. Care was used, which necessitated lighter 
blasting on account of the old tunnel, about 40 trains pass- 
ing through it every 24 hours each way, making it necessary 
io look after the safety of about 80 trains. 

The work was divided as follows: 


North end 246 ft. heading and 16 ft. cross-cut...... 262 ft. 
South end 225 m = 16 Ain aaell 241 
This made the total of 503 ft. for the month. 
c. C. R. 


Specimens Wanted for Tests of Metals. 


New York, Nov. 16, 1883. 
To THE EpIToR OF THE RAILROAD GAZETTE: 

For some years past I have been making investigations on 
metals avd alloys of all kiads, and have arrived-at a point 
where I am anxious to secure specimens to investigate the 
effect of compression. 

Will you be good enough to annouuce the fact through 
your journal, and ask the manufacturers of metals and 
alloys of any kind to send me specimens for that purpose / 
Such specimens should be, first, three pieces 2 in. in diameter 
and 8 in. long; second, two pieces each 1 in..in diameter and 
4 iv. long; and third, about three pounds of ciean filings of 
the same kind of metal or alloy for each examination. I 
should like to’ make at least three examinations of each 
metal, which will make 15 pieces in all, nine of the larger 
size, six of the smaller and nine pounds of filings. 

As these investigations on the effect of compression are 
made at very great cost and as 1 am making them for scien- 
tific purposes only, without remuneration of any kind, in 
the hope of discovering some facts which will be useful to 
manufacturers, I shall be very glad to make besides com- 
parative tests, other than compression, and also analyses of 
the metals and alloys for their actual cost to me, making no 
charge for my own time or services. 

The results I have already obtained are such as lead me to 
believe that the results of the investigations lam about to 
make will be of great interest to all persons using metals of 
any kind for construction. 

A few very liberal gentlemen and firms have supplied me 
with the amount necessary for the investigations on com- 
pression, but I have no funds with which to make the com- 
parative tests on tension, and on tortional and transverse 
strain, and Iam therefore willing to make them for their 
actual cost to m?, and request your kind interest in making 
my purpose known to your readers and asking their as- 
sistance. THOMAS EGLESTON, 

Professor of Metallurgy, Columbia College, New York. 








Effect of Turning Oregon Traffic over the North- 
ern Pacific on Oregon Navigation Co. Earnings. 
Oregon Railway & Navigation Co., } 
New York, Nov. 21, 1883. | 
To THE EvITOR OF THE RAILROAD GAZETTE: 

In an article upon the Pacific Coast traffic in your number 
of last week you made a reference tothe question of the 
effect that the opening of the Northern Pacific would have 
upon the earnings of the steamship business of this company 
between San Francisco and Portland. 

The accompanying comparative statement illustrates this 
effect so far. You will see from the comparison of the 
earnings of our railroad division, also given herewith, that 
the decrease of the steamship earnings has been much more 
than balanced by the increase in the railroad earnings. I 
beg to add that the results are just what I expected from the 
completion of the Northern Pacific main line, and with ref- 
erence to which our gradual transformation from a naviga- 
tion into a railroad company was planned. 

H. VILLARD. 

(The earnings of the Oregon Railway & Navigation Co. 
for October, to which Mr. Villard refers, are as follows : 


Ocean Division: 1883. 1882. Decrease. P.c. 
QUGGB. coe cssc s03% $50,800 $83,545 $32,745 39.2 
OB ininin od 6503 <d50% 5,800 29,738 23.938 80.5 

Railroad Division: Increase. om 
Gross.... --.sseeee $491,500 $264,928 $226,572 85.5 
ee. eansesaede 290,500 193,240 97,260 50.3 


Thus the increase in the n2t earnings of the company’s 
railroads is more than four times as great as the decrease in 
the net earnings of its ocean steamer line. 

We do not understand, however, that Mr. Villard means 
to say that the increase in the earnings of the rail- 
road division is all due to to traffic that but for the raileoad 
would have gone by sea between Portland and San Francisco. 
Tbe company has a very much greater mileage of railroads 
this year than last, and would have larger railroad earnings 
if there were no tbrough traffic. Our query was 
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whether the earnings, or the profits rather, on this 
transcontinental traffic exceed the profits that were 
made on it when it was carried by the company’s steamers 
between Portland and San Francisco. As the profits of the 
steamer line were less than $30,000 in October last year 
(and this was not all transcontinental business by any 
means), net earnings at the rate of $140 per wile 
from through traffic over the 214 miles between Port- 
land and Wallula would balance them, but of course 
would not be as advantageous company, because it 
has now to earn interest on the cost of the railroad, as wel! 
as on the cost of the steamers, But much more 
that $30,000 a month (the profits of the steamer line) 
might, it would seem, be made on the transcontinental traf- 
fic over the line between Portland and Wallula, allowing 
for the increase of this business which will be caused by the 
existence of the railroad. The steamer line, it seems, madé 
a profit of but about $371¢ per mile per month last year ; it 
wil! not take very large profits on the railroad, though but 
one-fourth as long as the steamer route, to balance a total 
loss of this. —-EprtoR RAILROAD GAZETTE. 











THE SCRAP HEAP. 


Locomotive Building. 

The Ohio & Mississippi shops in Vincennes, Ind., under 
General Master Mechanic J. H. Setchel, are building four 
new locomotives with 18 by 24 in. cylinders and 68 in. 
drivers. The boilers are 50 in. in diameter, the outer shells 
of 7-16 in. steel, and are intended to carry 160 lbs. steam 
pressure. Two of them will be finished in January, and the 
other two soon afterward. There have recently been added 
to the tools in these Hy x a 16%<-in. slotter, a very fine 
radial drill, a planer 54 by 55 in. with 18-ft. bed, all from 
the Machine Tool Works of Philadelphia. also a double- 
head wheel lathe from Bement, and a Cleveland flue-welder3 


Car Notes, 


The car works of J. B. Gill, Jr., in Allegheny, Pa., are 
building 30 tank cars for the Continental Oil & Transporta- 
tion Co., of California. 

The Bellefonte Car Works at Bellefonte, Pa., are now of- 
fered for sale at $27,500. The buildings are large and well 
equipped with tools, and there is a water power belonging to 
the works capable of running all the machinery. The shops 
havea capacity of 8 box cars a day. 

The Dickson Manufacturing Co. in Scranton, Pa., is build- 
ing a number of snow plows for the Hawley Steam Snow 
Excavator Co., of Rochester, N. Y. They are of the Haw- 
ley patent, which was tested to some extent last winter. 


Bridge Notes. 


Mr. Lindenthal, C. E., has just completed plans for a sus- 
pension bridge over the Youghiogheny River at McKees- 
port, Pa. It is to be to a considerable extent modeled after 
the Sixth street suspension bridge in this city. It will be 
700 ft. in length between abutments, with two channel 
piers, 320 ft. apart, and with floor 41}¢ ft. above a full 
stage of water. The two towers will be 105 ft. in height 
and of ornamental construction. The cables will be of steel 
wire, patterned after those of the Sixth street suspension 
bridge. It will cross the river at the foot of Third street, 
McKeesport, and be used exclusively for vehicle and passen- 
ger traffic. Work has already been commenced, and the 
structure is expected to be completed by July, 1884.—Pitts- 
burgh Railway Reporter. 

The Pittsburgh Bridge Co. is running on orders which will 
keep the works busy all through the winter. 

Clarke, Reeves & Co., at Phoenixville, Pa.,are building 
a number of bridges for the new Louisville, New Orleans & 
Texas road. 


Iron Notes. 


The Tennessee Coal, Iron & Railroad Co. has closed a con- 
tract with G. B. Curting & Co. for mining 100,000 tons of 
iron ore a year for six years. The company’s furnace at 
South Pittsburgh, Tenn., is making 700 tons of pig iron a 
week, 

The Union Iron Works are building new and extensive 
mills on the Potrero in San Francisco. 

Some days ago the Pittsburgh Steel Casting Co. made a 
successful experiment in rolling sha blooms for deck and 
I-beams from square ingots weighing 2,600 lbs. each, thus 
reducing the section from 125 square inches in the ingot to 
54 square inches in the shaped bloom. They were just sixty 
minutes in accomplishing this, in which time the cast steel is 
finished into a steel bloom. They claim that with additional 
machinery it could have been shaped into a finished beam in 
less than 15 minutes.—Pittsburgh American Manufacturer. 

The Superior Rail Mill in Pittsburgh, owned by the 
— estate, has shut down on account of the low prices 
of rails. 

The Cambria Iron Co., at Johnstown, Pa., gives notice of a 
general reduction in the wages of its workmen. 

The Cleveland Rolling Mill Co., in Cleveland, O., has 
taken a contract for 1,200 tons of 56-lbs. steel rails for the 
Cincinnati & Eastern road. This company has orders 
enough on hand to keep its rolling mills at work for several 
months, 

The Cuyahoga Forge & Iron Co., at Cuyahoga Falls, O., 
is putting ia a train of rolls for making large sizes of hollow 
stay-bolt iron. 

Manufacturing Notes. 


The Westinghouse Machine Co., in Pittsburgh, last month 
sold four of the Westinghouse automatic engines, of from 40 
to 60 horse-power, to the Philadelphia & Reading Coal & 
Iron Co. e company also sold engines to the Arthurs 
Coal & Lumber Co., the Pacific Rolling-Mill Co., and others, 
and a number, of from 50 to 65 horse-power, to electric light 
companies in New York, Brooklyn, Savannah, Buffalo, 
Cheyenne and other towns. The shipments for the month 
included 73 engines, costing nearly $50,000. One engine, 
of 20 horse-power, was sent to the Senghi Woolen Mills in 


Japan. 

The Newton Machine Tool Works in Philadelphia recent! 
furnished the Baldwin Locomotive Works with a pair of 
improved driving-box shaping machines, which have proved 
so satisfactory that a second pair was ordered and is now 
nearly completed. 

The fron City Nut Lock Co. has been organized in Pitts- 
burgh with $150,000 capital. H. W. Oliver, Jr., is President; 
George B. Edwards, Vice-President and Treasurer; John 
Noble, ocanereeg 

The Chicago Die & Machine Works have recently shipped 
a car-wheel —— machine to the Northern Pacific road. 


Williams, White & Co., in Moline, Ill., have recently com- 
pistes for the Indianapolis Bolt & Forge Co. a large steam 
mmer. 


The Rail Market.' 


Steel Rails. —The Iron Age says: ‘‘ The transactions of the 
past week have been comparatively limited, notwithstand 





ing the rumors prevalent of very large sales. Possibly 50,- 
000 tons have been placed during the past week, but the 
real quantity is under that figure rather thun over it. The 
prices received have varied from $35 to $37 at mill, accord- 
ing to location of mill, time of delivery and size of order. 
We understand that the Edgar Thomson Steel Works have 
made several provisional sales of rails, conditioned upon tte'r 
men desiring to work at the reduced rate of wages rendered 
necessa!y by $35 rails. The Pittsburgh Bessemer Works are 
entirely out of the market for rails at present prices and will 
cease to manufacture them under prevailing conditions. 
The materials cannot be bought and rails made with the 

resent prices of labor. We have learned that two of the 
eading Eastern steel rail companies have been offered a 
large contract for rails at $35 for delivery in the winter of 
1884-85, but both were declined, thus indicating that they 
believe bottom has been reached.” 

Rail Fastenings.—The market is very dull, with few sales, 
and prices nominally unchanged. 

Old Rails.—The market for old iron is firmer, with many 
inquiries. Sales are reported in Philadelphia at $24 per 
ton for American tees and $23 to $23.50 for foreign. 


Blown off the Siding. 


At Grove’s station, near the Summit on the Rochester & 
Pittsburgh Railroad, Monday night, a car which stood on a 
siding was blown by the wind upon the main track, and a 
freight train which came up nearly ran iutoit. The siding 
is provided with a safety point, but some one had broken 
the lock on the switch, so that when the car ran off the sid- 
ing it did not go upon the “blind.” The circumstance 
illustrates the uselessness of safety appliances on railroads 
when the agency that operates them is human and so often 
errs and is negligent or careless.—Rochester (N. Y.) Post- 
Express, Nov. 14. 

The British Steel Rail Trade. 

London Jron of Oct. 26 says: 

“The outlook in the immediate future before steel rail 
manufacturers is grave in the extreme. Prices, which have 
fallen almost uninterruptedly since the beginning of 1882, 
are now at a lower figure than they have touched since the 
midsummer of 1879. According to report, one of our south- 
ern railways hus given out within the last fortnight a con- 
tract for about 4,000 tons of steel rails at a price under £5 
per ton delivered in the Thames ; and it is difficult to see 
how the makers can realize from this more than £4 10s. per 
ton at their works, if even that amount will be left to them 
after paying freight and other charges. This is bad enough ; 
but it is by no means such a desperate state of matters 
as was described in the sensational story to which a 
cotemporary gave prominence about two months 
since. It shows, however, that prices are still tend- 
ing downward, and we are afraid that they have not yet 
reached the bottom. So farascan be judged at the moment, 
balancing the probable demands of consumption against the 
power of production, the next year or two will witness a 
sharp struggle for existence among steel rail makers. 
Persons well versed in the iron trade look upon the steel rail 
branch of it as the one before which the most gloomy pros- 
pect lies. It behooves manufacturers, therefore, to study 
the situation carefully, and not, ostrich-like, to blind them- 
selves to the facts that surround them, and drive on ina 
happy-go-lucky fashion, trusting that things will improve. 

“The cause of the existing state of things ought to be 
well known to every one connected with the iron trade, yet 
it would appear from the policy pursued by many manufac- 
turers that they are oblivious of it. Over-production lies 
at the root of the evil.” 

A Stone Bridge Over the Mississippi. 

A dispatch from St. Paul, Minn., Nov. 17, says: “‘The 
first and only stone bridge across the Mississippi River was 
completed to-day. It is the St. Paul, Minneapolis & Mani- 
toba Railway viaduct, spanning the river just below the 
Fallsjof St. Anthony. It is a massive stone structure, stretch- 
ing to the east across the river, curving at first slightly to 
the left in a graceful sweep, and then running at right angles 
to the stream, directly to the east side landing, the whole 
course being 2,100 ft. The upper surface of the bridge pre- 
sents to the view a smooth stone roadway, carrying two 
tracks on four lines of steel rails, and wailed in on either 
side by heavy blocks of stone, high enough and strong 
enough to prevent a train from leaving the bridge, even 
should it be derailed. The viaduct crosses the river with 23 
arches, 16 spans of 80 ft. each. The material is granite and 
magnesian limestone. The width is 28 ft. over all, and the 
height from the springing point of the arches to the top is 
50 ft. 6in. One caisson required six months’ work before 
stone-laying could begin. wo hundred men have been em- 
ployed on the bridge, and three lives have been lost during 
its construction. The cost was $990,000. The bridge was 
bui!t for passenger traffic, and is to be used by the Manitoba 
northern lines, and possibly by the Milwaukee. The possi- 
bility of running at full speed over it will result in reducing 
the time between Minneapolis and St. Paul from 30 to 20 
minutes.” 





ANNUAL REPORTS. 


The following is an index to the annual reports of railroad 
companies which have been reviewed in previous numbers 
of the present volume of the Railroad Gazette : 


Pag 
Alabama Great Southern...... 478 Manhattan 





Allegheny Valley........... .. 605 Massilion & Cleveland 

Alliance, Niles & Ash........... 495 Meadville.............s.s00- 
Ashtabula & Pittsburgh........ 495 Mexican National......... 
Atchison, Topeka & Santa Fe.7,246 Mexican Railway........... ...! 36 
Atlanta & West Point.......... 568 Michigan Central...... ...2 
Atlantic & Pacific............. 340 Milwaukee, Lake Shore & West.395 
Augusta & Knoxville : Missouri, Kansas & Texas 1 














Baltimore & Potomac Missouri Pacific............ 
Mobile & Girard... 
Mobi e & Ohio sie 
Banter & Wells River 
Morris & Essex......... 
Nash., Chattanooga & § 


Bangor & Piscataquis .... 
Boston & Albany 

Bosten, Barre & Gardner.... 
Boston, Concord & Montreal 
Boston & Lowell 


Boston, Rev. Beach & Lynn.100, 755 Natchez, Jackson & Col. 
Bur., Cedar Rapids & No....... 262 New Brunswick........ 
Camden & Atlantic.............. 174 New Castle & Beaver Vy....... 





Canada Southern............ 396 New Haven & Northampton.... 7 
Canadian Government Koads.2143 New London Northern 3 
. 221 


Central Branch N. Y. Cen. & Hudson River ae 8 








Central, of Georgia............. 705 N.Y. & Greenwood Lake ..... 478 
Central Iowa........ .....+..++..006 N. ¥., New Haven & Hartford. 22 
Central, of New Jersey......... 812 N. Y., Ontario & Western...... 197 
Central Pacific............. 163, 478 N. Y., Penn. & Ohio..... .. 213, 214 
Charlotte, Col. & Augusta...... 23 N.Y., Susquehanna & Western.356 
Chesapeake & Ohio........ 138,575 Norfolk & Western.. 180 
Chesnire waGawanaine 339 Northern Central 123 
Chicago & Alton ...... .. 122,142 Northern (New Ha’ 

Chicago, Bur. & Quincy.7, 196, 240 Northern Pacific... . 

Chicago & Eastern Ill........ 707 Northwestern Ohi 

Chi., Mil. & St. Paul.78, 167, 263, 265 Ogdensburg & L. 


Chi. & Northwestern.......... 642 Ohio Central................++++ 
Chi., Rock Island & Pacific.340,443 Ohio & Mississippi.. » 

Chi..St. P., Minn. & Omaha... 586 Old Colony.................+00++ 755 
Chi. & West Michigan....... .. 
Cincinnati & Eastern....... ... 463 O 
Cincinnati, Ham. & Dayton....463 Pacific Mail Steamship Co..... 478 
Cin., Ind., St. Louis & Chi...... ee NIN, dc cdddcsboccccveccccccses 231 
Cincinnati, N. O. & Tex. Pac..39,3¥5 Pennsylvania Company....... 
Cleve., Col., Cin. & Ind....181, 183 Pennsylvania & N. Y............ 7 
Cleveland & Pittsburgh.....39 Pennsylvania Railroad....150, 154 
Columbia & Greenville. .. 








404 




















Peoria, Decatur & Evansville.652 

Columbus, Hocking Vy. & ; 4 a & - 22 

MENON Toda sccancacandaste .. 356 Phila., Wil. & B .189 

Conn. & Passumpsic Rivers....605 Pittsburgh, Cin. & St. Louis....31% 

Connecticut River....... .105, 750 Pitts., Ft. Wa: ne & Chi....340, 495 
Cumberland Valley......... evened ttsburgh & e Eri ° 
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Delaware & Hudson Canal.100, 122 
Delaware, Lacka. & Western...122 
Del., Lac, & W. Leased Lines ..407 
Des Moines & Fort Dodge ..... 362 
Denver & Rio Grande. one 
Detroit, Lansing & N 
Eastern... 
E. Tenn., . & Ga 
Erie & Pittsburgh. .. 








"495 





Evansville & Terre Haute... ...750 
Ce | eer ° 
Flint & Pere Marquette 26: 
MM ciccctvabdebicxieanse $12, 574 


Grand Rapids & Indiana....... 651 
Grand Trunk 

Green Bay, Winona & St. P 
Gulf, Col. & Santa Fa eiriaan 
Hannibal & St. Joseph 163 
Hanover Junc., Han. & Gettysb.355 
Hartford & Conn. Western. 7 
Housatonic 
Houston & Texas Central 
Huntingdon & Broad Top 












Illinois Central........ 167, 180, 182 
Indiana, Bloom. & Western. ..463 
Indianapolis & Vincennes...... 405 
International & Great No...... 231 


Jeffersonville, Madison & Ind..495 
Kan. City, Ft. Scott & Gulf..... 707 
Kentucky Central....... .. 246 
Lake Erie & Western.. 750 
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Portland & Ogdensburg..... ... 100 
Portland & Rochester. .........100 
Port Royal & Augusta..... 723 
Providence & Worcester .......104 
Pullman’s Palace Car Co... 705 
Rochester & Pittsburgh. . 41 
| | EPR reer 511 


St. Joseph & Western... 


European & North American. » 28 s . L. & Cairo 


St. Louis, Iron Mt. & So... .167, 231 
St. Louis & San Francisco.... 19 
St. L., Vandalia & Terre Haute.2i6 


St. Paul & Duluth ............... 104 
St. Paul, Minn. & Manitoba 510, 630 
Savannah, Florida & West..... 812 


Sioux City & Pacific 
South Carolina............ 
Southern Pacific ... .... 
Sullivan County .... ......-..6. 27 
SOGOR na ccvncncss cpecccoseeces 66 
Terre Haute & Indianapolis... .36% 
OM Ee BM cc ctessscsns ss 
Toledo, Ann Arbor & 











Union Pacific . 164 
Utah Central.. -246 
Valley, of Ohio 280 
VOEIIONG VaINT bin essescesctvnss 427 


Vicksburg & Meridian .......... £36 
Virginia Midland...........-.... 100 
Wabash, St. Louis & Pac. .167, 180 
Warren 407 
Western R. R. Association... : 


Lake Shore & Mich.®0.278, 298, 306 
Lawrence 495 Western Union Telegraph... 
Lehigh Coal & Navigation Co..138 West Jersey 

Lehigh Valley_..... .... 7 
Little Rock & Ft. Smith 
Long Island. ‘ 





al & Navigation Go.. | EARS Sa 
73 West Va. Central & Pittsburgh.213 
278 Wilmington & Northern 568 
3 Wisconsin Central 













Louisville & Nashville 371 Woodstock......... 
Maine Central........... 21 
Manchester & Lawrence .......395 


Danbury & Norwalk. 





This company owns aline from South Norwalk, Conn., to 
Danbury, 23.8 miles, with an extension from South Noi- 
walk to Wilson’s Point, 2.7 miles, and branches to Ridge- 
field, 4 miles, and to Hawleyville, 6 miles, making 36.5 
miles in all. The report is for the year ending Sept. 30. 

The company has 7 locomotives. The passenger equip- 
ment consists of 11 passenger, 2 combination, 2 mail and 
baggage and 2 baggage and smoking cars. 

The general account is as follows : 

PE iWin eean ces, Gasman Rae pacoudesies isch sax rbeie $600,000.00 
650,000.00 
50,000.00 
77,568.70 


NIE GN vAGeGadchss Cha besawepedesndeak cawtoies 
POTD BUDD ess Akcaccec ices “iasosadiauss eames 
BR Ri Beri seaieks sos0a neweds cane aeeeeeie $1,377,568.70 
Road and equipment vee «0$1,358,751.40 

| a a eae : 15,990.51 
ae 4,098.23 

Wi aievevesdicawseaineansteas. Leaice 728.56 

1,377,568.70 
The funded debt consists of $200,000 first-mortgage 7 per 
cent. bonds, $200,000 second-mortgage 7 per cent. bonds 
and $250,000 consolidated 6 per cent. bonds, the interest 
charge being $43,000 yearly. 

he earnings for the year were as follows : 











1882-83. Inc.or Dec. P.c. 
Passengers............$101,096 I. $7,531 8.0 
Freight..... .--+- 102,552 OS ,. 4,006 4.1 
Mail, etc....... bas eas 8,086 8,882 D. 796 8.9 

pe rere . $211,734 $200,993 I. $10,741 5.0 
BEPONSCS . <5 050080000 120,050 137,839 12,211 8.8 

Net earnings........ $61,684 $62,154 7 2.3 
Gross earn. per mile.. 5,801 5,507 5.0 
Net x +h ee” 1,690 1.730 2.3 
Per cent. of exps...... 70.87 68.58 I, 2.29 


The increase in expenses was due to a large increase in 
train mileage and in passengers and freight carried last 
year. 

The income account is as follows, condensed : 

BOOU MT, OO GOVE... voc ccccccnccccss adebsncecce $61,683.95 
MT AS vices see vaskenewee sis Sorsibesnawar abbas 150,000.00 
Decrease of materials and accounts paid 8,878.39 
Cash on hand, Sept. 30, 1882 354.36 


En oh aii wee eM Reis | dente whik. Nickie ne $220,916.69 
Construction and equipment............. $52,166.98 
Notes paid......... eihdar an aucepeweschan 97,000.00 


ND ORME. wa cbaus<ce cect acccee , 
Dividends, 24% per cent 
Accounts due, balance 
Cash, Sept. 30, 1883 





220,916.69 

Rates to several points have been reduced by the compe- 
tition of new lines. The extension to Wilson’s Point has 
brought considerable business to the road, in the carriage of 
passengers to the stcramboats and in freight, especially coal, 
lime and ice. 

Improvements have been made in the Norwalk station 
and new bridges built at Norwalk and Winnipauk. There 
were 11,325 new ties used in renewals. 


Cheshire. 


The following statements for the year ending Sept. 30 are 
from the statement made by this company to the Massachu- 
setts Railroad Commission. 

The company owns a line from South Ashburnham, Mass. 
across New Hampshire to Bellows Falls, Vt., 53.62 miles. It 
leases the use of the Fitchburg Railroad from South Ash- 
burnham to Fitchburg, 10.39 miles. It also leases the 
Monadnock road, from Peterboro, N. H., to Winchendon, 
Mass,, 15.82 miles, making a total of 79.83 miles worked. 
The main line is alllaid with steel rails. There are 16.67 
miles of sidings. 

The equipment consists of 31 locomotives; 23 passenger 
and 11 baggage cars; 461 freight cars and 33 road and ser- 
vice cars. ; 

The general account is as follows : 
Common stock................ e4 





$53,300 


PRR RE eee tee rie 2,100,000 
NR cckich< ANabssi) cece Shenk veesesnemecaea ewan 800,000 
NE I DOO, 1 o.k 5.00 cinciasny sa: 000d “eesdaicewseees 25,272 
PEL SOUR, DRMNIOO gv v0 c00.6.6bsc ccs eeneescsnpooneeess 8,071 
OS aC Abit ssades ides dine oes seen Soman aed $2,986,643 

Road and equipment....................ee00. 2,717,535 

EN GUE CEE OROUB Sic occ esac: cevinnen cece 269,108 
— 2,986,643 





The funded debt consists of 6 per cent. plain bonds, 
of which $250,000 will mature in 1896 and the balance in 
1898. Theinterest charge amounts to $48,000 yearly. 

The traffic for the year was as fc!'ows: 











Train miles: 1882-83. 1881-82. Inc. or Dec. P.c. 
a ee Lore 125,528 “ I. 2.595 2.1 
IND i ciieida ds ¥decewes . 866,115 I. 42,787 13.2 
ree 76,434 I. 37,584 96.6 

TNE csiceneaden ncteases £68,077 I, 82,966 17.1 
Passengers carried....... 165,862 I. 3,760 2.3 
Passenger-miles.......... 5,192,211 I, 182,019 3.6 
Tons freight carried ..... 555,163 546,449 I. 8,714 16 
eee ... 30,532,956 30,032,900 I. 500,056 1.7 

Av. train load: 

Passengers, No........... 41 Ey 58s cawacad eb 
pe eee 83 93D. 10 10.7 

Av. rate: 

Per passenger-mile....... 3.05 cts. 3.24cts. D.0.19ct. 5.8 
Per ton-mile.............. 1.34 * 1.36 “ D.0.02 * 1.5 





Through business furnished 75.9 per cent, of the passenger 
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1882-83. 1881-82. Inc. or Dee. p.c. 
CO Pee $428,990 $423,828 I. $5,162 1.2 
Passengers........ . 166,108 162,27. I. 3,834 2.4 
Mail, ete. awd 39,426 38,973 z. 453 1.2 
Ot eee Secs $634,524 $625,075 I. $9,449 1.5 
ee 473,438 449,871 I. 23,567 5.2 
Net earnings .. .. $161,086 $175.2 D.$14,118 8.1 
Gross earn. per mile. 7,948 7,830 z, 118 15 
Net earn. per mile... 2,018 2,195 Dz. 177 8.1 
Per cent. of expenses 74.53 71.97 L 2.56 a 


The increase in expenses was greater than the slight gain 
in gross earnings, the result being a decrease in net earnings, 
The income account was as follows : 


$161,085.78 





....$53,859.01 
en errr re ees 48,000.00 
Dividends on preferred stock, 3 per cent... 63,000.00 








— - 164,859.01 

Deicit Lor Cho FORR 6. 66 si skdioecsesaee sésereese $3,773.23 
ar rere fener ae 11,844.23 
Surplus, Se pt. 30, 1883..... joe tie heaaeecnenesane $8,071.00 


No passengers were killed or injured on the road during 
the year; one employé was killed, but none were injured. 
Two other persons were killed and one injured, making a 
total of three deaths and one injury resulting from the oper- 
ations of the road. 





Boston & Providence. 


This company owns a line from Boston, Mass., to Provi- 
dence, R. L., 44 1niles, all double track; the West Roxbury 
Brancb, 5.37 miles; the Dedham Branch, 2.22 miles; the 
Stoughton Branch, 4.11 miles, and the India Point Branch, 
8.05 miles. It leases the Attleboro Branch, 4 miles, making 
63.75 miles owned and 67.75 miles worked. There are 44 
miles of second track and 46.16 miles of third track and 
sidings. The report is for the year ending Sept. 30. 

The equipment consists of 53 locomotives; 131 passenger 
and 20 baggage, mail and express cars; 824 freight and 
other cars. 

The general account is as follows: 
$4,000,000.00 

500,000 00 

360,000.00 

58,029.74 


FOURN BAGONG ons. ons, dint pnicsn seen e se 40% eanssaundace 
Accounts and balances 








eR rr ee 160,009.00 
I ohn icc ak hol eek me” keeeoaeiie oul 412,456.91 

Total...... peice. Sepdpeiidaschgane medias - $5,499, 486.65 
toad and equipment................206. $4,896,174.38 


152,370.60 
79,014.42 
138,764.39 
187,500.39 
38,662.56 


Prov., Warren & Bristol stock.......... 
Union Freight R. 
Materials ..... raididite Bais heed wie 
Bills and accounts receivable........... 
Cash and cach fUNGS. «0.6.2 sccececsce 





5,490,486.65 
The bonds are plain bonds bearing 7 per cent. interest and 
due in 1893. The notes payable are due at various dates, 
from 1884 to 1889. 
The traffic for tne year was as follows: 








Train miles; 1882-83. 1881-82. Inc. or Dec. P.e. 
Passenger 653,091 598,841 L 54,250 «9.1 
i. Sere 243,108 241,770 =. 1,335 0.5 
CUE cous... ecnne . 60,307 48,093. 12,214 25.4 

En ee 956,506 888,707 =. 67,799 7.6 
Passengers carried. 4923,426 4,128,299 IL 795,127 19.2 
Passenger-miles.... 5 19.499 46,344,79L I. 5,054,708 10.9 
Tons frgt. carried.. 718,500 =i: 17,150 2. 
Ton-miles........... 22, 21,398,223 = 734,106 3. 

Av. train load: 

Passengers, No..... 79 _ - S 2s 
Freight, tons... ... 91 89 IL, 2 22 

Av. rate: 

Per passenger mile 1.88 cts. 1.96 cts, D. 0.08 ct. 4.1 


2.83 


Per ton-mile....... 2.83 
The large increase in passenger traffic was chiefly due to 
general reduction in loval rates. 
The earnings for the year were as follows: 

















1882-83. 1881-82. Irc. or Dec. P.c. 

Passenger’s .......... $968,857 $910,763 I. $58,084 6.4 
Freight.... s eccccee §©620,636 605,221 I. 21,415 3.5 
Mail and express...... 51,479 48.325 I. 3,154 6.6 
| Ses 22,172 20,530 1. 1,642 8.0 
WN ao chs, San: eee $1,669,134 $1,584,839 I, $84.295 5.3 
Expenses... ... ...... 1,323,554 1,232,509 I. 91,045 7.4 
Net earnings........ $345,580 $352,330 D. $6,750 1.9 
Gross earn. per mile. . 24,637 23,390 T. 1,245 5.3 
Net ey S ee 5,101 5,200 D. 99 1.9 
Per cent. of exps...... 79.30 74.40 i, 1.54 ban 


The expenses include taxes, which last year were $91,674, 
and rentals amounting to $11,732. They also iuclude $12,- 
500 for third track (the balance of $37,500 for third track 
being charged to profit and loss), $18,000 for a new iron 
bridge, and the cost of 4 locomotives, 20 freight and 15 
passenger cars, and this company’s proportion of 16 new 
cars for the New York line. 

The incomes account was as follows: 
Net earnings for the year........ 
Balance of interest account, 
Dividends paid, 8 per cent 


oc oeceees o-04, 070.00 
$15,688.97 
320,000.00 

————- 335,698.97 








Surplus for the year.... $9,890.72 
A 


Surplus, Oct 1,1882............ "LT g440,066.19 
Less charge for third track. ...,.,.... : 37,500.00 
———— 402,566.19 
Surplus, Sept. 30, 1883.............-0.006 scesees $412,456.91 


Dividends received from investments were credited to in- 
terest account and deducted from interest paid. These divi- 
dends were larger than usual, $17,172 having been received 
on account of back dividends on Fall River, Warren & 
Providence preferred stock. 

On Jan. 1, 1883, a large reduction was made in suburban 
fares out of Boston and Providence, and in fares over the 
whole line. This reduction bas led to an increase in travel 
so great that the increased receipts more than balanced the 
greater expenses, which was not expected the first year. 

The report says: ‘‘ As is well known, the accommodations 
of this and other railroads centering in Providence are not 
equal to the efficient and economical transaction of passen 
gor or freight traffic. The Commissioners appointed by the- 
government of that city have had frequent interviews with 
the representatives of the different corporations on this 
subject. As keeping before the stockholders the fact that 
large outlays must necessarily be made within a few years, 
and to preserve in a permanent form the history of the 
approaches toward a settlement of this difficult problem, a 
communication addressed to the President, bearing date 
Aug. 8, 1883, has bean printed and will be found in the 
appendix, 

“The Commissioners have been told that the directors of 
this road are willing torecommend to the stockholders, the 
loans and appropriations necessary for carrying out any 
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plan which the other roads in interest can reasonably be ex- 
pected to adopt.” 


Norwich & Worcester. 


This road extends from Allyn’s Point, Conn., through 
Norwich to Worcester, Mass., 66 miles, with a branch one- 
half mile long forming a connection with the New London 
Northern road in Norwich, making 6614 miles in all. 

The road is leased to the New York & New England Co. 
at a rental equivalent to interest on the debt and 10 per 
cent. on the stock. Its accounts are not included in the les- 
see’s reports. The following statement has been published 
for the year ending Sept. 30: 

The equipment consists of 19 locomotives; 10 passenger 
and 4 baggage cars; 534 freight cars and 12 service cars. 

The general account is as follows : 
aay TO eee 
Funded debt.... .... 
Accounts and balances. 














.. $2,604,400 
. 400-000 





142.485 

Pe A CONE, IID ons wacecncd conesce, ensdsceeeseds 857,631 

ee Ariss Kinase cmes neue anaes. 8) Admaiemiled $4,004,516 
Road and equipment.. ..$3,454 104 
Accounts and balances..... ..........0 see 273,107 
Cash and cagh Q880t8. ....00ccc0-secceccces co 277,305 

—-#4 004.516 


The funded debt consists of one issue of 6 per cent. bonds, 
due in 1897. 


The traffic for the year was as follows : 
Train miles : 





2 1881-82. Inc. or Dec. P.c. 
ere 164,122 162,979 I. 143 07 
OS es 199,743 223,476 D. 23,733 10.6 
PGE cess stinceti cusses . 162,381 121,049 I. 41,332 34.2 
ae 526,246 507,504 I. 18,742 3.7 
Passengers carried. .. 433,923 423,720 I. 10,203 22 
Passenger-miles....... 7.538,729 7,273,405 I. 265,324 3.7 
Tons freight carried. . 612,930 5,553 1. 17,377 29 
Tom-Miles....cccesssece 21,381,574 21.598,654 D. 217,080 1.0 
Av. train load : 
Passengers, No........ 46 45 2 24 
Freight, tons.......... 107 97 «LC 10 10.3 
Av. rate : 
Per pasenger-mile..... 2.80 cts. SR ee nad 
Per ton-mile........... 2.57 ** 2.70 “* D. O.18ct. 4.9 


Of the passenger-miles 44.4 per cent. and of the ton-miles 
61.4 per cent. were of through business. There was a small 
decrease in freight traffic and also in rates. 

The earnings for the year were as follows : 








1882-83, 1881-82, Inc. or Dec. P.c 

Pts: banceccddeeagmenne $548,773 $586,571 D. $37,698 6.4 
Passengers Se 203,798 I, 4.311 2.1 
nag ches beeseoncne 58,492 D. 29,768 50.8 
WR oni gine tann ince -.-- $785,706 $848.86L D. $63,155 7.4 
Rc aviecs vasegeneenie 498,467 480,260 I. 18,207 3.8 
Ee $257,239 $368,601 D. $81,362 22.1 
Gross earnings per mile..... 11,815 12,765 D. 950 7.4 
Net - oo res 4,319 5,543 D. 1,224 22.1 
Per cent. of exps............ 63.44 56.58 LL 6.86 —— 


There was a considerable decrease in gross earnings, ac- 
companied by a small increase in expenses, the result being 
a large loss in net earnings. 

The income statement is as follows : 

Net earnings, aS AbOVE.............-..s0008 ; 


Rentals paid 
Interest 


- . $287,239 








Loss to lessee for the year................. 
The rental paid is for the use of the New London Northern 
tracks. 
For the previous year there was reported a surplus of 
$46,953 over all charges; showing a loss of $81,898 last 
year. 


Oregon Railway & Navigation Co. 


At the close of its last fiscal year, June 30, 1883, this com- 
pany worked the following transportation lines ; 


Miles. 
Ocean Division steamer line, Portland to San Francisco..... 670 
Puget Sound steamboat lines.........  . 2.22. e-ecceccsecees 238 


River Division, steamboat lines on Columbia River and 





RUIN Siacb vcceecieccbeccadexice che G6kecdec<.0 coccends 667 
NOE 555.55 s0son? bub caby “cvenscescnccdecoas 1,575 
Railroad lines : 
NE Oe UMD WIRED 5's cccccnnc cue: see sccace cece 244 
Walla Walla to Texas Ferry........... .... é 56 
NY OS SR eer rer rere 14 
Walla Walla & Pendleton Branch............... ee 2 
Umatilla toward Baker City .... ..-....ccccccccccccoees 22 
Old Portage road, Lower Cascades of the Columbia. . . 6 
Oregonian Railway, narrow-gauge, leased.. . ........ 50 . 
-—— 12 
Total transportation lines ... ..... .....ccccceeessee++ 2,187 


Additions to the railroad mileage during the year were 41 
miles from Portland to Bonneville, completing the line from 
Portland west parallel to the Columbia River ; 78 miles on 
the Baker City Branch and 6 miles on the Walla Walla & 
Pendleton Branch, making 125 miles in all. 

The company is controlled by the Oregon & Transconti- 
nental Co., which also controls the Northern Pacific. That 
company has also lately leased the Orégon & California road, 
which it is extending to the California line. The three com- 
panies are therefore worked in one interest and practically 
under one management, although their organizations and 
accounts are distinct, 

The capital account is as follows, condensed: 





The traffic reported for all lines is as follows : 


1882-83. $1-82. Inc. or Dee. P. ¢. 
Passengers carried 361,758 274,318 I. 7, 3L.9 
Passenger-miles. .. 41,847,774 38,790,085 L 3,057,689 7.9 
Tons freight carried 690,639 691,154 D. 515 0.7 
Ton miles....... .. 167,667,870 294.636,447 D. 36,968,577 18.1 

Average rate ; 

Per passenger mile....3.15 cts. 2.79 cts. I. 0.36 ct. 12.6 
Per ton-mile........... 2.01 * 1.79 ** 0.22 * 12.1 


There was a large decrease in wheat and flour carried, the 
wheat crop of Eastern Oregon having been a partial failure 
last year on account of unusually dry weather. The wheat 
and flour carried were less than half the tonnage of the pre- 
ceding year. 

The earnings and expenses of the company’s lines were as 
follows : 
















Earnings. Expenses Yet earn. 
Ocean Division. . $980,036 $570,025 $410,014 
Puget Sound Div 245,449 170,747 74,702 
River Division. 1,010,145 831,479 178,666 
Railroad Div-...... ... 2,810,402 969,984 1,840,418 
Narrow-gauge Div. ... .... 54,478 81,936 *27,458 
As. wcncntndornebsved $5,100,513 $2,624,171 $2,476,542 
*Deficit. 


The Ocean and Puget Sound steamer divisions and the 
Railroad Division show gains, the Railroad Division having 
a very large increase. The River Division shows a large 
decrease, caused by the transfer of business to the Railroad 
Division parallel to the Columbia River. 

A comparative statement for all the lines is as follows : 

















1882-83. 1881-82. Inc.orDec. P.c. 
Passengers.... ........ $1,320,085 $1,084,568 I. $235,467 21.7 
ER Ie 3,408,179 3,675,175 D. 266,996 7.3 
Mail and express....... 154,510 96832 I. 57,578 59.4 
Miscellaneous... ..... 217,789 91,305 I. 126,484 138.3 
dill a ARES 2.476.342 $4,947.980 I. $152,533 31 
Expenses......... ... 2,624,171 2,544,866 I, 79.305 3.1 
Net earnings.... .... $5,100,513 $2,403,114 I. $73,228 3.1 
Per cent. of exps...... 51.40 ee, eee in 


The loss in freight was chiefly due to the loss in wheat torn- 
nage referred to above. The freight which nearly made up 
this loss was chiefly on the Ocean line, 

The income account, condensed, was as follows: 


Net earnings for the yeO?......6.ccceere cevcsccsses $2.476,341.91 

Interest and rents received... .....-cesse. seoces coe 85,167.28 
TE, 25 ks nhciio a bbe eaurebamei dian deaan eine $2,561,509.19 

DOcineesss60>.. 6  gaaserenade . eh $444,270.00 

Gs ‘sr evevsuboare ssbbees waned 145,429.28 

NEG, ov ccsinsanestvnccce. Kb ese 71,730.00 

EE NS cS denes 006s penp ends caheytsss 89,795.35 

EE A cincdscasesouss bac epiuedtbes 1,584,000.00 





——— 2,335,224.63 


” $226,284 56 
5.418.215.57 
324/876 61 


Bemrplenn Dok Gl FOR aos ane 0.0 0hs cosdsseccsccsass 
Received on account of new stock.............006005 
Sale of real estate and other property 





J ee a eee eee sles ali . ..85,969,374.74 
New construction and equipment...... $5,022,250.29 
PEO roti 71,730.00 
——_————. 5,093,980.20 
ES Pe eT ee ee, ee $875,394.45 


The Columbia River line was completed from Portland to 
the Cascades Oct. 3, 1882, the enw during the year 
on this line having been $1,112,912. The report says : 

** During two years’ experience in operating the Columbia 
River line, it became apparent that without additional pro- 
tection of the road-bed from injury by the regular summer 
floods, economical operation was hardly practicable. Upon 
the recommendation of the Engineering Department the 
management authorized such measures as would insure ab- 
solute protection. 

* Accordingly, during the past year the track was strong- 
ly riprapped for a distance of 207,670 lineal feet, between 
Portland and Wallula. The line was also considerably im- 
proved by the reduction of heavy curvatures and the sub- 
stitution of steel in place of iron rails for a distance of 32 
miles. For these various betterments $509,554 was ex- 

nded. 

‘* During the year the Baker City Branch was fully com- 
pleted to a point near the summit of the Blue Mountains, 
and the work between that point and the southern slope of 
the mountain well opened. Owing to the scarcity of rail- 
road labor, caused by the construction of other lines, the 
contractors experienced considerable difficulty in obtaining 
the requisite working force. This difficulty has been over- 
come since the opening of the present working season. 

‘‘Every effort is being made to complete this line toa 
connection with the Oregon Short Line at the earliest prac- 
ticable moment. Tbere are now finished 78 miles of the 
line, including by far the heaviest portion of the work, and 
65 miles are open to traffic. 

‘*The total expense on the Baker City Branch during 
the year was $2,018,735, which includes rails for the entire 
distance. 

“On the Grange City Branch $196,968 were expended 
for betterments during the year. At Prescott the yard 
facilities were largely increased, that town being now the 
terminus of the Middle Division. 

‘‘The Walla Walla & Pendieton Branch is completed to 
Milton, and definitely located from Pendleton to Centre- 
ville. For this latter portion of the line we have obtained the 
right of way through the Umatilla Indian reservation. A 
party of engineers are now engaged in making the final 
location between Centreville and Blue Mountains station, 
which will complete the line from Walla Walla to Pen- 
dleton.” 

Contracts have been made for two side-wheel iron steam- 
ers, 270 ft. keel, 290 ft. over all, and 40 ft. beam, for the 
Puget Sound line. They cost $285,000 each, and are now 
nearly completed. L 

A eee number of buildings were erected, including the 
extensive repair shops at Prescott. f 

The railroad equipment was increased by 14 lovomotives, 





Stocks and bonds.................. 
Insurance and renewal fund assets 
Balances of accounts.............. 
I vain 6g 0806094005, nse 
Supplies on hand.....  ........... 
Bills receivable.................... 
RU chGd Scahtans0h. non niinpaanavenens 








32,608,251.75 

Stock account includes $18,000,000 full stock and $3,800-, 
283.39 payments received on account of $6,000,000 new 
stock. The funded debt consists of 6 per cent. 30-year bonds, 
all of one issue, which was origivally $6,000,060, of which 
$212,000 have been redeemed for the sinking funds. 

During the year the issue of $6,000, new stock was 
made, and was all taken - he stockholders at par. The 
amount paid wy the subscribers to the close of the year was 
$3,800,283. hen ali the subscriptions have paid up, the 
amount of full paid stock will be $24,000,000 inall. The 
assessments still to be called on the new stock are available 





for new construction during the current year. 


5y ger train cars, 162 freight cars, a pay car and 115 


DT tasn tas. cab naeuesmess So warkionembebrene shh aes tun $21,800,283.39 
I Sicbcathhthsinhgbiede Geese SeGsae saadehebovth .  5,788,000.00 
UI ici ncbnsss mrmniinincess news -  1,200,000.00 
Insurance and renewal fund............. .. pi swaboe 268,932.44 
Bills, accounts and balances............. 6. seeeeee 1 287,179.82 
Pe AE EL hse ch caoie css 0sgnwcobeanaseaiteas 2,263,856.10 
I vcr it cuimaicea ain ko adb Gachenmeicais sine $32,608,251.75 " 
Roads and other property........ f — 


The plan for terminal facilities at South Portland has been 
abandoned and the Northern Pacific Terminal Co, organized, 
whose stock is held 40 per cent. by this company, 40 per 
cent. by the Northern Pacific and 20 per cent. by the Oregon 
& California. This company will provide the terminal 
facilities at Portland for the three lines. é 
The completion of the Northern Pacific and the connection 
soon to be made with the Union Pacific's Oregon Short Line 
are expected to make great changes in the company’s bvsi- 
ness. 
The agreement made with the Union Pacific, by which 
this company is to do all the Oregon business for that road, 
requires the building of 50 miles additional on the Baker 
City Branch. This extension and the necessity of reducing 
the grades on the Mountain Division will add $1,800,000 to 
the cost of the line. 
Construction requirements for the current year are about 
$4,214,000, of which $3,314,000 are provided for. No plan 
for providing the remaining $00, is presented, as it will 





not be needed for nearly a year yet. 
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EDITORIAL ANNOUNCEMENTS. 


-asses.—All persons connected with this paper are forbid- 
den to ask for passes under any circumstances, and we 
will be thankful tohave any act of the kind reported to 
this office. 

Adadresses.—Business letters should be addressed and 
drafts made payable to THE RAILROAD GAZETTE. Com- 
munications for the attention of the Editors should be 
addressed EpitoR RAILROAD GAZETTE. 





Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if 
they will send us early information of events which take 
place under their observation, such as changes in rail- 
road officers, organizations and changes of companies, 
the letting, progress and completion of contracts for new 
works or important improvements of old ones, experi- 
ments in the construction of roads and machinery and 
in their management, particulars as to the business of 
railroads, and suggestions as to its improvement. Dis- 
cussions of subjects pertaining to ALL DEPARTMENTS of 
railroad business by men practically acquainted with 
them are especially desired. Officers will oblige us by 
forwarding early copies of notices of meetings, elections, 
appointments, and especially annual reports, some notice 
of all of which will be published. 


Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anythiag in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
umMNS. We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present only 
such matter as we consider interesting and important to 

Those who wish to recommend their tnven- 

tions, machinery, supplies, financial schemes, etc., to our 

readers can do so fully in our advertising columns, but it 
is useless to ask us to recommend them editorially, either 
for money or in consideration of advertising patronage. 


our readers, 











The Omaha pool is perhaps the oldest and the most 
uniformly successful of the co-operative associations 
of the railroads. It was organized in 1870, about two 
years after the completion of the first Pacific railroad 
line. There were then three lines competing for the 
traftic, and until about a year ago there was no addi- 
tion to them, though the opening of lines from Omaha 
to St. Louis enabled other roads to compete with the 
three Chicago roads for part of the Pacific and other 
Omaha traffic. Still the traftic was a simple one com- 
pared with that dealt with by some of the co-operative 
It was traftic between two points only, 
Chicago and Council Bluffs, and not that from a score 
of points to a score of points, as in the Southern Asso- 
ciation. The different lines were quite similar in length 
and in the quality of the service they were able to render, 
the shortest being 490 and the longest 500 miles long. 
Their managers were all in one city and had confidence 
in each other. The result was that with simply a ver- 
bal agreement and no organization the business was 
harmoniously conducted, to the very great advantage 
of all concerned, and to the apparent satisfaction of the 
communities served, except when the quarrels of the 
railroads gave the Missouri River towns further south, 
as St. Joseph and Kansas City, much lower rates than 
those to Council Bluffs and Omaha, thus enabling the 
first-named places to sell goods to better advantage 
than the last named. Irregularities in rates seem to 
have been uncommon, but something more than a 
year ago, lines multiplying, and the business becoming 
inore complicated,an organization was completed,form- 
al agreements signed, and a Commissioner appointed 
to supervise its affairs. About a year ago the Chicago, 
Milwaukee & St. Paul completed a new line between 
Chicago and Council Bluffs, as short as the shortest of 
the old ones. It was granted an equai share of the 
freight and came into the freight pool directly, but 
held off from the passenger pool, probably because the 
other roads would not give it one-fourth of the pas- 
senger business. During the St. Paul railroad war a 
year ago it cut the Council Bluffs tickets to offset the 
Rock Island’s cut on St. Paul busiress. During the 
same contest the Illinois Central in combination with 
the St. Paul and Omaha began to carry Omaha _ busi- 
ness at reduced rates, and after a time succeeded in 
obtaining a share of the freight in the pool. The 
Wabash has now a through line from Chicago to 
Council Bluffs 564 miles long, which has a share of 
the freight in the pool, we believe, but has not as yet 
put on through passenger trains. 

It was reported before the St. Paul and the Wabash 
had been completed that the other roads had agreed 


associations. 
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to give the new comers an equal share of the traffic, 
which would, one might think, be all they could pos- 
sibly expect to get at full rates. But the St. Paul 
road, after it has been in the poola year, shows its dis- 
satisfaction with its operation by giving the required 
30 days’ notice that it will withdraw from it Dec. 15. 

The immediate cause is said to be that the St. Paul 
road has had much more than its proportion of the 
live-stock shipments, and in accordance with the 
agreement had to pay over to the other roads about 
$38,000 for its excess in October. The other roads, it 
is said, charge that the large live-stock shipments by 
the St. Paul were due to rebates granted by it. It 
says, on the contrary, that it charged full rates, and 
that it carried most of the live stock because the ship- 
pers ‘* preferred it.” 

It is not at all likely that a body of shippers ac- 
customed for years to ship by other roads should all at 
once prefer a new road without some motive 
other than can be afforded by the very slight differ- 
ence in accommodations, time, etc., that can exist on 
four roads so nearly alike as those between Chicago 
and Omaha. A sufficient motive would be the hope 
of breaking the live-stock rates. This 
enough proceeding on the part of large shippers, who, 
when all the lines strictly maintain rates, often, by 
concentrating their shipments on one line, can make the 
others believe that that one is cutting rates. But the 
trick is too transparent usually, and most of the com- 
binations guard against it by providing for a transfer 
of traffic ; and the linesin the Joint Executive Com- 
mittee have a joint agent to distribute the shipments 
among the different lines, and charge a higher price 
when the stock is not shipped in accordance with the 
directions of that agent. 

Whether the St. Paul’s large live-stock shipments 
from Council Bluffs are caused by a union of shippers 
intended to break rates or not, it is not at all likely 
that it will long continue to get a larger share of this 
or any other traffic than it is entitled to in the pool. 
The other three short lines from Council Bluffs to 
Chicago are certainly just as good, and, at some rate 
or other, each will be bound to have as much of the 
traffic as any other road. What answer can their man- 
agers give to the owners of the roads if they do not? 
A road with natural disadvantages may be content 
with a smaller share of a traffic than its better situ- 
aved competitors. If it suffers from artificial disad- 
must expect it to remove them as 
quickly as possible, and then claim and get as much as 
itsequals; but if it is on an even footing to begin with 
it is idle to expect that it will be content with less than 
its rivals obtain, and its managers feel that to get 
less is a certificate of incapacity for them. 

But though the ostensible occasion of the Milwaukee 
& St. Paul’s withdrawal was a matter relating to 
freight traftic, it is questionable whether its dissatis- 
faction is not due to the conduct of the passenger 
business. It has never been allotted a share of this 
business. A year ago it reported that it 
preferred to keep out of the passenger pool, that 
it might have freer play in “building up a 
business.” It seems more probable that it kept out 
because the other three roads, which had been twelve 
years in the field, were not willing to give the new- 
comer a share equal to their own, while it would take 
no less. Doubtless it would be next to impossible 
that a new road not known to the general public as a 
line between Chicago and Council Bluffs should in its 
first year secure as much as the old ones, without cut- 
ting rates or by large commissions securing the ser- 


is a common 
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vices of a great many agents to work forit. But, 
on the other hand, it is not easy to see why 


a road as short as any other between the two places, 
with as numerous trains, carrying passengers as com- 
fortably, rapidly and promptly, should not eventually 
secure aS Many passengers as any other road. And if 
it had defects which prevented its rendering equal 
service, we should expect to see them removed as 
quickly as possible. That is, there are about the same 
reasons why the St. Paul should get as many passen- 
gers as any other road as there are why it should not 
carry any more freight or live stock than any other 
road, 

However this may be, the result of the Milwaukee & 
St. Paul’s competing outside of the pool for the Council 
Bluffs road has cost the roads in the pool much more 
than the value of the traffic which, it may be presumed, 
would have brought it into the pool. The fares have 
been demoralized throughout the year, and very badly 
demoralized a large part of the time. Commissions 
have been paid (and apparently on alarge part of the 
business) high as $7 on first-class. tickets 
between Chicago and Council Bluffs, the price 
of which is $14.30; and of the $12.50 second-class 
tickets $6.50 has been paid as a commission. 


as 





Now there can be hardly any kind of settlement that 
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will not make the condition of this business very 
much better than this for every one concerned (except 
the scalpers), and a railroad war would probably not 
make this particular part of the business much worse. 
If anything that the St. Paul has done should be the 
occasion of 'the mending of this disgraceful state of 
affairs (which may have been in the first place chiefly 
due to its efforts to secure ‘its fair share”), it will 
have rendered its competitors, and other railroads 
further east, a most important service. 

If the St. Paul leaves the Iowa Trunk Lines Asso- 
ciation, there may be no collapse of rates and railroad 
war as the immediate sequence, but it is not at all 
probable that rates could be maintained Jong, The 
old lines, either separately or in combination, would 
doubtless make sure of getting their full share of the 
business, at any rates necessary to secure it. Even 
under the pool they have been suspicious; out of it, it 
would be much easier to make them believe that others 
were not maintaining rates. 

As equal sharers in the Omaha traffic it might be said 
that one road has as much to suffer as another by a 
railroad war. But the Burlington has a great system 
of roads of its own in Nebraska, most of whose traffic 
it gets in addition to its share of the Council Bluffs 
business. This traffic would be affected by a break in 
rates. 7 

The traffic affected is large and valuable. The Pacific 
business via Council Bluffs, it is true, is considerable 
less than formerly, because much more goes by the 
Southern Pacific, the Kansas Pacific, and now by the 
the Northern Pacific, which formerly could go only by 
the Union Pacific ; the Colorado traffic is also much 
less than formerly; but the live-stock business is prob- 
ably larger than ever before, andthe crops of Nebras- 
ka are unprecedented. In a season when the corn 
crop is light on this side of the Missouri the railroads 
will miss the profits that can be made on the long haul 
of the trans-Missouri crops, should there be a contest 
over this business. 

But the traffic in this pool might not be the only one 
atfected. Weall remember how the St. Paul railroad 
war last year affected Omaha rates and at one time 
seemed likely to destroy the profits on the Southwest- 
ern business—that to and from Kansas City and other 
places on the Missouri south of Omaha. The same 
parties are affected this year. The Rock Island can 
injure the Milwaukee & St. Paul more than it hurts 
itself by destroying the profits on St. 
apolis business. The Northwestern competes with the 
St. Paul at scores of places in Hlinois, Wisconsin, 
Minnesota, Dakota and Iowa, as well at Council 
Bluffs. Thus a bitter war among the lines to Council 
Bluffs might largely reduce earnings throughout a 
vast territory southwest and 
as well as directly west of it. 


aul and Minne- 
as 


northwest of Chicago 

For the losses consequent upon such a war, the Mil- 
waukee & St. Paul would seem to be less prepared 
than any of the other three companies. All of them have 
a large surplus after paying dividends this year; the 
St. Paul, with great prospects for future years, can 
have very little margin this year, even if it has profits 
enough for the 7 per cent. the stock 
which it has paid for a few years past. That it is not 
generally considered as strong as the other companies 
is evident from the current prices of the stocks: Bur- 
lington, paying 8 per cent., 126}; Northwestern com- 
mon, 6 per cent., 124; Rock Island, 7 per cent., 120} ; 
St. Paul, common, 7 per cent., 97. 


on common 


It is not probable, however, that any of the com- 
panies concerned are at all eager for war. On the 
contrary, no one seems to have any stomach for a 
fight. The temper of the possible contestants is not at 
all such as existed last year. If the pool is broken up 
we may expect endless troubles and frequent or even 
constant irregularities in rates, but probably not an 
open war in which a deliberate effort is made to make 
a rival’s business as unprofitable as possible. 


CROPS AND TRAFFIC, 


The corn crop, according to the report of the De- 
partment of Agriculture for Nov. 1, is likely to amount 
to 1,577 millionsof bushels, being at the average rate of 
23.1 bushels per acre on the 68,300,000 acres planted. 
The yield per acre is about 14 bushels (6 per cent.) less 
than last year, but the increase in acreage is such that 
the crop is but 24 per cent. less. 
ive years the crop has been : 


For five success- 


1882. 
1,617,000,000 


1883. 
1,£77,000,000 
The acreage this year is 9} per cent. greater than in 
1879, yet the crop is 10 per cent. less. With the aver- 
age yield of 1879 the crop would have been 2,055 mil- 
lions instead of 1,577. The difference in the yield 
makes a very great difference in the condition of the 
farmers and in the wealth of the country. Even with 
the light yield of last year the crop would have been 


1879. 1830 188). 
1,754,800,000 1,717,400,000  1,194,900,000 
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1,679 millions. An unusually large proportion of the 
crop this year is poor in quality. 

Of course there may be a poor aggregate crop, and 
yet a good crop in some sections of country, which 
will give some of the railroads a very heavy traffic in 
a bad year. This was true last year, when Kansas 
and Nebraska had unusually large crops, and Iowa 
and Illinois very poor ones. The November report of 
the Department of Agriculture shows that the con- 
dition of things in the six great corn states is nearly 
the same this year as last ; the average yield per acre 
is very large in Kansas and Nebraska—even larger 
than last year; in lowa, Illinois, Indiana and Ohio it 
is small, and in all but Illinois smaller than last year. 
These six states afford by far the larger part of the 
corn and hogs marketed, though a great amount of 
corn is raised in the other states, which import more 
or less according to their yield. Applying the yields 
per acre to the acreage reported in these six states last 
July, we have as the corn crops of these states for five 
years : 





Ingo 1#80, 181, 1882. 18°3. 
Ohio ..... 111,877,000 119,949,000 79,760,000 93,319,000 85,576,000 
Indiana... 115,482,000 99,229,000 78,618,000 107,484,000 95,620,009 
Llinois 825,703,00) 240,453,000 176,733,000 182,337,600 211,938,000 
or $56,000 260,193,000 373,2°9.000 175,488,000 169,630,000 
Missouri... 275,024,000 160,463,000 93,069,000 170,037,000 161,627,000 
Kansas... 105,729,000 196,218,000 76,377,000 144,458,000 172,700,000 
Nebraska, 65,450,000 69,508,000 82,478,000 101,279,000 





0) \B11,00;3 1,046,004,090 737 596,000 998,670,000 


33,202,500 43,492,400 


Six states.1,2 





36.2 BL.2 


21.8 

In this group of states, therefore, the average yield 
per acre is a little less than last year, and the increase 
of 43 per cent. (43,000,009 bushels) in their aggregate 
production was made only by an increase of 4% per 


28.4 28.1 


cent. in the acreage. Their increase in acreage since 
1879 is nearly 6 per cent., but their production has de- 
creased in that time 203 millions (17 per cent.). With the 
yield of 1879 they would have produced 1,283 millions 
of bushels instead of 998. This was an exceptionally 
heavy yield, but that of 1880 was not for these states, 
and that would have made their crop this year about 
108 millions more than it is. 

But that the result this year is as good as it is is due 
entirely to Kansas and Nebraska, which have 284 mil- 
lions this*year, against 227 last, when their crops were 
better than ever before. The two successive very large 
which these states have had while other 
states had light ones, together with the large yield of 
other crops at the same time,should make them excep- 
tionally prosperous, and benefit greatly the railroads 
from the Missouri River to the East, and especially 
those to Lake Michigan, which get avery long haul 
on Kansas and Nebraska traftic. The road profiting 
most should be the Chicago, Burlington & Quincy, 
because of its great system of roads in Nebraska, giv- 
ing it the local traftic west of the Missouri, while 
greatly increasing the through traffic over the 500 
miles on this side. The other chief beneficiaries are 
the Union Pacific and the Atchison, Topeka & Santa 
Fe, with their great systems in this territory which has 
secured such abundant crops for two years. 

Taking the corn crop asa whole. however, it is de- 
cidedly a poor one, and will contribute less than usual 
to the traftic of the country. The fact that it is nearly 
as large as last year and much greater than in 1881 
may prevent its making an unfavorable change in 
the general business situation, but at all events it 
will not help to mend it. The trattic which it will 
afford it not only less than in 1880 and in 1879, but it 
is distributed over a much larger mileage of railroad 
and among a greater number of merchants and manu- 
facturers. With all other business increasing as 
rapidly as it has since 1878, we need something more 
than the maintenance of the rate of agricultural pro- 
duction. We must produce more, year after year. 
But the aggregate of the crops of cereals this year is 
with one exception the smallest for five years. Tak- 
ing the maximum estimates of the Department of Agri- 
culture for this year (which for wheat is 420 millions 
and probably 20 millions too great), the production 


crops 


for five successive years has been, in millions of 
bushels: 

1879. 1880. 1881. 1882. 1883. 
2,688 2,034 2,704 2,686 2,577 


We have this year at least 80 and probably 100 mil- 
lions less wheat than last year, and 40 millions less 
corn; the gain is chiefly in oats, which is the cheap- 
est of the cereals. Were we to estimate the value of 
the crops by the prices now and at this time last year, 
we should find the decrease in their aggregate value 
to have been much more than the 4 per cent. 
which represents the decrease in production. A rough 
calculation of the value of the three leading grain 
crops at the New York prices (too high for a valuation 
of the crops on the farms) makes them : 





¢ 1883. 1882. Decrease 
Wheat.........  $470,000,000 $545,000,000 $75,000,000 
COUN 5220006 962,000,000 1,423,000,000 461,000,000 
Ot 3s.. 180,000,000 203,000,000 25,000,000 

Tolhs......2: $1,612,000,000 —$2,173,000,000 $561,000,009 


This decrease in valuation is more than one-fourth, 
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Its effect on the condition of the producers and the 
business of the country cannot be anything like this 
proportion, however. Substantially all the oats pro- 
duced in the country are consumed here, and when 
the price is lower the loss to the farmer is the gain of 
the rest of us. And though a large amount of corn is 
exported, by far the greater part is consumed not 
only in this country, but on the farms where it: is 
grown ; and a high price for it means chiefly that it 
costs the farmer more to keep and fatten his hogs and 
other stock. The lower price of corn is reflected, how- 
ever, in much lower prices for hogs, and the farter’s 
surplus, whether sold as corn or in fat hogs and cattle, 
will bring him much less than at this time last year. 

It is true that the high prices of November did not 
last throughout the whole crop-year ; but the prices 
then governed calculations of the general business of 
the following months, just as present prices must 
govern our present calculations. We have a fifth or 
a fourth less wheat than last vear, which sells for a 
trifle more per bushel (some grades are higher and 
some lower). We have a little less corn, and because 
of the larger stock of hogs much less to spare, and it 
is worth about 25 cents less per bushel (but is not very 
low in comparison with years previous to last year). 
The cotton crop is about a seventh less than last year, 
and the price is nearly the same. At New York prices 
last year’s crop was worth about $340,000,000, and this 
year’s is worth about $296,000,000. So large a portion 
of this crop and of the wheat and provisions is ex- 
ported that a large difference in price makes a consid- 
erable difference in the national income, against which 
should be set any difference there may be in the prices 
of the articles we import. 

Altogether we cannot see anything in the crops or 
prices which tends to improve traffic or general busi- 
ness activity. Most of the newspapers continue to 
talk of the ‘‘ abundant crops,” but crops are not abun- 
dant. All of the more important ones (except grass 
and hay) ure below the average, and with a larger acre- 
age we have a smaller production of grain than three 
and four years ago. There is an ‘‘ abundance” in the 
sense that we have sufficient for our needs and a large 
amount to spare; but, except cotton, we have much 
less to spare than from the crops of 1878, 1879 and 
1880, when our huge surplus made the country rich, 
and caused the great activity in business which we 
have sighed for in vain since, Some portions of the 
country have done extremely well this year, but as a 
whole the year is below the average in agricultural 
production. 


The tron Industry. 


An over-production of iron and steel seems to be 
general the world round. The London 
states that the production of pig iron in the three 
chief producing countries, Great Britain, the United 
States and Germany, increased from 7,626,466 tons in 
1868 to 16,842,365 tons in 1882—121 per cent. in fifteen 
years. This period, however, includes two separate 
seasons of great activity in construction, one culmi- 
nating in 1872 and the other in 1882—construction of 
railroads, buildings, ships, machinery, and nearly 
all the appliances used in production. More to 
the purpose is the increase in recent years. In 
the United States the production of pig iron increased 
from 2,301,215 tons in 1878 to 4,623,323 in 1882—100 per 
cent. in four years. There has been during the same 
period an enormous increase in European countries, 
though not nearly at this rate. Of course it was sim- 
ply impossible that this growth should continue. Dur- 
ing the time that this increase of 100 per cent. in pig- 
iron production had been going on in this country the 
population had increased 124 per cent., and to use the 
whole of it it was necessary that the consumption per 
inhabitant should be 78 per cent. more in 1882 
than in 1878. This was possible only so long as 
the nation was engaged in greatly increasing its 
instruments tor production, just as the farmer uses 
many more nails, etc., the year he is fencing new fields 
and putting up a new barn than he did before, when 
he simply maintained the old ones, or will afterward, 
when he is maintaining the new ones. Iron is very 
largely an efement in new constructions, which are 
made chiefly for the purpose of adding to production 
of all kinds. But if we were able to go on construct- 
ing at the same rate as we have been doing since 1879, 
it would mean that the production per inhabitant 
would at least double every ten years, and we certainly 
have not yet made such progress in the production of 
wealth—progress that would give every person at the 
end of this century four times as many goods as he had 
in 1880. The danger at such times is that appliances for 
production—buildings, railroads, machinery, etc.—will 
be increased beyond our ability either to produce or to 
consume ; and this is especially so in some industries, 
and in the iron industry more so apparently than in 
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any other, because the iron industry more than any 
other must furnish the materials for increasing indus- 
trial appliances, and into it enters a large proportion 
of the capital that then becomes “fixed.” It is 
stimulated to extraordinary activity to provide these 
materials; having provided them, even if none too 
many have been provided, it has only to maintain 
them until again there is need of more factories, 
railroads, etc. This causes the iron industry to under- 
go exceptionally great fluctuations. It has recently 
had, as we have seen, a period of tremendous activity 
and growth; it is now apparently suffering from the 
jnevitable reaction. 

In steel the increase in production has been at a 
greater rate than in pig iron even; but this has been 
largely because of a revolution which has substituted 
steel for iron for many purposes. Thus, the fact that 
the production of steel rails in Great Britain increased 
from 410,000 tons in 1872 to 1,683,649 in 1882, and 
since 1882 has been more than 50 per cent. does not 
argue so great an increase in consumption as it 
would if one did not know that iron rails 
have been going out of use and steel rails coming in. 
In the United States fifteen times as many Bessemer 
rails were made in 1882 as in 1872, and the increase 
since 1878 was 160 per cent.; since 1880 51 per cent. 
Nothing was more certain than that this growth could 
not continue, especially as there were 11,500 miles of 
new railroad constructed in 1882, and that in three 
years the mileage of the country had been increased 
about onethird. The steel production of the 
world increased from about 2,400,000 tons in 1877 
to more than 6,000,000 in 1882—an increase of 150 per 
cent. in five years. It issaid that the Bessemer works of 
the world now have capacity to renew all-the railroad 
tracks in the world every six years. With an average 
life of fifteen or twenty years, this, we see, gives a vast 
yearly surplus. For nine out of the fifteen years the 
works must be turning out rails for new roads, if they 
are worked up to their full capacity, which would double 
the mileage of the world every ten years nearly. Now, 
it is only in this country that it has been possible to do 
this, and here, we venture to say, it is possible no 
longer. An increase of 240 per cent. from 1850 to 
1860 was possible ; i¢ required the construction of 21,- 
614 miles of railroad—about what we built in 1881 and 
1882 ; the increase of 73 per cent. from 1860 to 1870 
involved building 22,279 miles ; much greater was the 
addition of 74 per cent. from 1870 to 1880—39,030 miles. 
We managed to build 21,385 miles in the first two 
years of tnis decade, but it is hardly necessary to say 
that we cannot keep on at this rate, adding 23 per 
cent. every two years. That would give us about 
255,000 miles of railroad in 1890, and with the probable 
growth of population would leave us with 263 inhabit- 
ants per mile of road, while we have about 475 now. 

In most other countries the possibility of growth is 
nothing like what it is here, and it is quite probable 
that the German works, for instance, will be longer in 
finding the demand equal to their capacity than our 
own. It must be remembered, however, that these 
European works have the world for their market, and 
will be profited by any increase in consumption in 
Canada, Mexico, Australia, India or China. Indeed, 
should China determine to build railroads (and it very 
likely will one of these years) there may be use for all 
the iron that existing works can turn out. 

The future of the Bessemer works may be consider- 
ably improved by a further substitution of steel foriron, 
which will be encouraged by the lower prices of steel. 
No great increase in the demand for steel is anticipated 
from such a change, however, which has been going on 
for several years, but except in the case of rails has not 
been very rapid. Abroad Bessemer steel is little if 
any cheaper than before 1879, rails having been sold 
then for about $20 a ton in Belgium and England. 
There as well as here great efforts were made to 


find new applications for steel. Even if success- 
ful, however, such efforts do not result in 
a greater consumption of pig iron. In fact 


the whole advantage of Bessemer steel consists in its 
reducing the consumption of iron, by furnishing a 
more durable material and making the renewals less 
frequent. About 1870 a great many railroads had to 
renew their rails on an average once in three years. 
Now, laid with steel, they do not make one-fourth of 
their old drafts on the blast-furnaces and iron mines. 
The vast new construction of the past four years is 
nearly all steel; the old tracks are mostly renewed 
with steel; the consumption for maintenance, except 
in a few years, has always been more than that for 
new road, and it should be very light for years to come 
on the 35,000 miles built in the last four years, and on 
the many thousands of miles of old tracks renewed 
with steel meanwhile. 

The Bulletin of the American Iron and Steel Asso- 





ciation has collected blast furnace statistics giving the 





2 wrt ee 


| 
| 
H 
f 


rae 


= 


—_—_—_— 





LSS 


776 


condition of the business Nov, 1, which indicate that 
it has held its own very well since June. At that 
time there were 334 furnaces in blast, against 417 Jan. 
1. Nov. 1there were 331 in blast—an insignificant 
change. Thisdoes not indicate a good condition of the 
business by any means, because there are 686 furnaces 
and nearly 52 per cent. of them are out of blast, but it 
indicates that the production has already been reduced 
to a level with the consumption, and this is further 
shown by the fact that while there were 528,590 tons 
of pig in the hands of the makers or their agents July 
1, this stock had been reduced to 432,354 tons Nov. 1. 
The chief reduction this year has been in anthracite 
furnaces, of which 117 were in blast Nov. 
125 July 1, and 161 Jan. 1 


1, against 
—a decrease of 27 per cent. 
in the ten months. As many charcoal furnaces were 
in blast Nov. 1 as July 1, but nearly a fourth less than 
Jan. 1 (98 against 129). In bituminous furnaces the 
decrease has been comparatively small, and there is an 
increase since July 1, the number in ne having been 
127 Jan. 1, 111 July 1, and 116 Nov. 1. 

Of the 88 furnaces that have gone ad of blast since 
Jan. 1, 36 are in Pennsylvania, and 59 west of Ohio. 
There is no decrease in Virginia, West Virginia, or 
Alabama. In the West the proportion out of blast is 
about the same as in the East; 90 out of 170. 

The Bulletin had information that 19 furnaces 
would blow in, and 15 blow out in November, which 
will probably not greatly change the production 
The blowing-in of so many indicates that there are 
many furnaces which are able to make some profit under 
existing circumstances, and there is confidence that the 
demand will not be much reduced. It is quite proba- 
ble, however, that the statistics of furnaces blowing 
in are more complete than those of furnaces blowing 
out. People usually are more ready to tell ‘that they 
will resume business than that they will stop. 

Recent large sales of steel rails at $35 per ton see ms 
to have determined the closing of some works and a re~ 
duction of works by others. When prices have gone 
so low that works of this kind prefer closing to pro- 
ducing at such prices, it is pretty good evidence that 
they will not go lower unless there is a reduction in 
the cost of production. Should ore and coal and labor, 
and consequently pig iron, become cheaper, doubtless 
the works that now can afford to sell at $35 could sell 
for less. But unless there is some reduction in the 
elements of cost, we can hardly expect lower prices 
for rails, 





October Accidents. 


Our recoid cf train accidents in October, given in full 
elsewhere, contains brief accounts of 82 collisions, in which 
28 persons were killed and 72 hurt; 85 derailments, in 
which 19 persons were killed and 154 hurt, and 7 other 
accidents, in which 1 person was killed and 8 injured. In 
all there is mention made in the record of 174 accidents in 
which 43 persons were killed and 224 injured. 

This record, it should be remembered, includes only acci- 
dents to trains, and makes no mention of the casualties to 
employés resulting from coupling cars, yard and other sim- 
ilar work ; nor does it record the accidents which occur at 
road crossings, to persons walking on the track and to 
otbers not passengers on trains or employés in train service. 

As compared with October, 1882, there was an increase of 
38 accidents ; a decrease of 4in the number killed and an 
increase of 102 in the number injured. 

These accidents may be classed as to their nature and 
causes as follows : 











COLLISIONS: 
BOOP cicwscnees Snead RRebatep kinins Nanak eeeeethacee 58 
NE cc SG Lea doh eh veavdncees BST Radke ens cnicn Son aatneasraes 20 
SA chianecensateeasenenbahs si mcatence aesenedase>s 4 a 
DERAILMENTS: 
ee ad ak Neneh a, beEReens 4 
NIELS a5 5 sculs sacs by 0:03 Cbue. soeseeeete:s ded 1 
Mane eed o's bats DELS +009 Sabaly HO R%e, Aude 2 
Nee ee cote eth haem eh adadad eae named eae 12 
Broken wheel 3 
Broken axle ..... . 7 
Broken truck 3 
Land-slide 1 
Wind SGukbuitn dl S20adcede te peaeheen esos sue 
a cidental obstruction. 7 
Cattle... . 6 
Misplaced switch 7 
Open draw 1 
Viying switch ... ae rhe ae 
Rail out for repairs ; Po bide tia cisnsart se fesmbcdersns ie 
Purposely misplaced AEN Fis aA STE a 2 
Rail purposely removed................ A Bes re ey SS 1 
Malicious obstruction............ 1 
rr are nies eabiuactckentawntekesseees 





OTHER ACCIDENTS: 





PO ies naa ned sc epkedes és cncpns sd thtms ds ecdee 3 
Broken axle not causing derailment............. .......... 1 
Ce I I 6 ccickcccecccbesctdccsesccee osce 3 
— 7 
CRCRIRC ADEE. cadbeths «(ule cedb eis beg pase Lion pans 174 


No less than 15 collisions were caused by trains breaking 
in two ; four by mistakes in orders or failure to obey them; 
three by misplaced switches; two by runaway engines; two 
by cars carelessly left on the main track; two by fog ; one 
each by a flying switch, by a wreck on another track and 
by failure to use signa's at the proper time. 

Of the two broken bridges, one bad been damaged and 
partly destroyed by fire ; for the failure of the other no 
special cause is assigned, 





Ten accidents—three collisions and seven derailments— 
were due to that too common form of carelessness, the mis- 
placed switch. 

One of the cases of spreading of rails was due to the 
carelessness of trackmen in leaving a rail insecurely fast- 
ened. Trackmen were also the cause of another accident, 
of a kind which is cuntinual'y recurring, taking up a rail 
for repairs and neglecting to put out the proper signals. 

Spreading of rails, it may be noted, is sometimes given as 
a cause of accident where it is almost impossible to deter- 
mine whether it is the real cause or not. After an accident 
the rails are very likely to be out of place, and sometimes it 
is very difficult to decide whether their displacement is the 
result or the cause of the accident. 

Four malicious derailments are recorded, two by switches 
misplaced, one by removing a rail from the track, and one 
by an obstruction placed on the track. 


A. general classification of these accidents is made as 


foliows: 
Collisions. Derailments. Other. Total. 

Defects of road ee ee eS 19 ~ i9 
Defects of equipment.. ... 15 15 4 34 
Negligence in operating.... 64 10 74 
Unforeseen obstructions... 3 13 3 19 
Maliciously caused.... .... 4 $8 4 
Cnexplained............... a 24 ‘ 24 

ah « aeenwe cS ke adie. Se 85 7 174 


Negligence in operating was thus the chief cause of acci- 
dents, 42‘¢ per cent. of all the accidents being traced to it 
directly, besides others which might be indirectly due to 
neglect or carelessness. 

A division according to classes of trains and accidents 
may be ma de as follows: 


Accidents; Collisions. Derailments. Other. Total 
To passenger trains : 4 32 2 38 
To a pass. and a freight.... 17 “i 17 
To freight trains . bl 53 5 119 

ae ere 85 7 174 

Casualties; 

IT sik ose wccncess eae 19 1 43 
Injured by. ...... .... . 72 154 8 234 
PNR tas anata acne . 95 173 9 277 


This shows accidents to a total of 256 trains, of which 59 
or 23 per cent., were passenger trains, and 197, or 77 om 
cent., were freight trains. 

Of the total number of accidents 100 are reported as hav- 
ing taken place in daylight, and 74 at night. ‘he number 
of night accidents should increase as the hours of daylight 
grow shorter. 

The persons killed and injured are divided as follows : 


—Employés.— -Passengers. 


Injured. Killed. Injured. 
In collisions. . as 5 3 8 41 
[In derailments.. sce hans aanaae 2B 54 6 140 
In other accidents ... weiieg: W 7 -- 1 
UB eer et 92 14 142 


Of the killed 67 per cent. and of the injured 39 per cent. 
were railroad employés, who thus furnished 44 per cent. of 
all the casualties. This proportion, however, is easily 
changed or reversed by ene or two accidents in which a 
considerable number of passengers are hurt. 

Deaths were caused by 14 collisions, 15 derailments and 1 
other accident ; injuries but not death by 20 collisions, 24 
derailments and 3 other accidents. In all 30 accidents 
caused death and 47 lesser injuries, leaving 97, or 56 per 
cent. of the whole number, in which there was no serious 
injury to persons. : 

Very few of the 
to the weather 


accidents can be _ attributed 
or to climatic or atmospheric causes, the 
month having been generally not unfavorable to railroading. 
The number of collisions continues large, as might be ex- 
pected in a month of heavy traffic and with a considerable 
mileage of new road opened. 

Perhaps the principal point to be noted in the record for 
the month is the nature of the failures of equipment which 
were the direct causes of accident. Chief among these 
were the collisions caused by trains breaking in two, which 
calls attention with emphasis to the insufficient couplings 
almost universally in use. The breaking of passenger trains 
is a very rare occurrence, although their length and the 
weight of the cars have greatly increased, and this is due 
to the improved methods of coupling so generally adopted. 
But on freight trains we find that the old styles are still 
in use, and that the strength of the coupling geur has not 
been by any means increased in proportion to the length 
and weight of trains which have been so much increased 
withiu the past few years. That this should be the case 
may justly be regarded as a reproach to car-builders. 

The considerable number of broken axles recorded also 
brings up the question whether the standard axles are after 
all heavy enough to carry safely the 20-ton freight car 
which is now so generally used, This also deserves the 
careful attention of car-builders. 

For the year ending with October the record is as fol- 





lows: ° 

Accidents. Killed. Injured. 
November............ Pike abad eer eueee 125 36 129 
Rr re ee ee 148 29 209 
- RSE SEE rE ar ee ere 55 199 
February APSE - 2% oeae Cee 61 186 
March........ OE Te ee 142 13 137 
Me, ork ek Coan tatot eta 106 26 114 
ES 25 ho Faron te ahs a io at den int 120 28 q7 
an a naire ad Doaaa eae ake eoee ed 91 38 95 
SE ere 119 57 204 

0 EE ne ee 144 42 

September....... DES Tee eS 158 44 

PE iN ta dndanionsicn Cemasebe phase 174 3 
WE kwae cs Secead ts easeenessachhetes 1,679 472 1, 9033 
Total, same months, Se BRE Ee pes 1,337 401 1,466 
‘ 1880-81..... ...... 1,492 397 1,687 
6 si 1879-80....... ... 953 280 1,002 


The yearly average for the four years was 1,365 acci- 
dents, 388 killed, and 1,515 injured. The present year is 
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thus very much above the average in all respects, having 
had the largest number of accidents ever 
records. 

The averages per day for the month were 

1.39 killed, and 7.55 injured; 
aaa 1.29 killed, and 5.20 injured. 

The average casualties per accident were, for the month, 
0.247 killed and 1.345 injured ; for the year, 0.281 killed 
and 1,133 injured. 

The averages per month for the year were 140 accidents, 
39 killed and 159 injured. 
the average in all respects. 


included in our 


5.51 accidenis, 
for the year they were 4.60 


October was considerably above 


The Summer Packing Season. 


During what is known as the *‘ summer ” packing season, 
which includes the eight montis from March 1 to Novem- 
ber 1, many more hogs were packed this year than last, 
but not nearly so many as in any other year since 1878. The 
numbers packed during this season for the last six years have 
been: 
1878. 1879. 1880, 1881, 1882. 
3,378,044 4,051,248 5,323,898 4,803,689 3,210,787 3,770,828 
Thus the number packed this year was 560,041 (1714 per 
cent.) more than last year, but 1,033,000 less than in 1881, 
and 1,553,000 less than in 1880. It is encouraging, how- 
ever, to see that progress has been made this year, aftertwo 
years of so startling a decline; and the increase this year is 
really large. The stock had so decreased in consequence of 
the very short corn crop of 1881 that to bring it up to its 
old proportions will take more than one year. There was 
also some increase in the winter packing in the last season 
(November 1 to March 1), and the aggregate number 
packed in the twelve months ending with October for six 
years has been: 

1877-78. 1878-79. 1879-80. 1880-81. 1881-82. 1882-85. 
9,885,490 11,531,896 12.274,349 11,723,145 8,958,547 9,903,040 

Thu; tbe number packed this year is 945,000 (1014 per 
cent.) more than last year, and nearly the same as in 
1877-78, but 1,820,000 less than in 1880-81, and 2,371,000 
less thanin 1879, which was the great packing year. The 
reduction since 1880 has had a considerable effect on traffic, 
as if was more rapid than the growth before 1880.- 

The summer packing is a comparatively recent growth in 
anything like its present proportions. In 1876 it was but one- 
fifth of the whole, but it ran to 34 per cent. in 1878, to 43 
per cent. in L880, and was 35%( and 38 per cent. in the last 
two years. bd 

The changes in the number packed at the different pack- 
ing towns is a matter of great interest to the carriers, as the 
growth of a great packing business anywhere means the 
growth of an important traffic centre. For four years the 
numbers packed at the places which pack most have been : 

1879. 1880 Asst. 
2,155,418 2,971 


1883. 


1882 1882. 


Chicago.... 127 2,700,000 1,664 957 1,690,000 
455, 

















Kansas City.... 145,638 720 111 368,460 
Acchison . 171,606 223,447 ... ‘ . re 
St. Louis 350,000 410,000 350,000 YL 1 “6 234,000 
Indianapolis. 243,500 383,165 168,000 112,490 190.00 
Cedar Rapids... 141,685 259,655 290000 170,280 187,500 
Cincinnati...... 34 110,556 145,000 81.916 120,000 
Cleveland.... 324.410 236,410 150,421 120,000 
Milwaukee 136,619 162,447 112,000 100,000 
SRO ois snccsce ved 4 57,234 76,338 58,571 51,500 
PEM Vihee ccebebhsh Sheseuseee sohenain st 37 Af 415,820 
DED isaicer xine dsenns, sevabies 12,846 27,008 
DPI Ss n5.55 t00. sceeon 15,000 Li 5,500 
Marshalltown... ... ...... Sais yor 16,: 300 
Des Moines, ... 49 800 16,526 2 23,000 
Omaha ie re 49.000 
ogg emene ity. as err ack 10,000 
Joseph. ; 18,000 40,000 17,000 
Detrott Prete 44.217 40,199 35, 00 
Louisville. 30,000 30,000 25,000 
Other places 59,192 99,320 27,000 





Total......... 4,051,248 5,323,898 4,803,689 3,210,787 3.770.825 


No place approaches Chicago as a packing centre. In 
every year it has packed more than half of the whole num- 
ber. But Kansas City makes a more rapid growth than any 
other place. This is the third year it has been second in 
the list. In 1879 it packed but 3.6 per cent. of the whole 
number, in 1881 9.5, this year no less thau 15!¥ per. cent. 
of the whole, and more than any two places except Chi- 
cago. 

The Iowa towns that report together show a considerable 
business, though no one of them has what can be 
one for one of the greatest of the corn states. Altogether they 
packed 367,828, or nearly a tenth of the whole number, 
this year, against 318,364 last year. The Missouri River 
towns altogether packed 661,000, this year, but none of 
them can compare with Kansas City in the extent of its 


called alarge 


business. Below we summarize the packing in different 
sections: 

1879. 1880. 1881. 1882. 1883. 
Chicago...... 2,155,418 2,971,127 2,700,000 1,664,957 1,890,000 


Elsewhere 
east of Mis- 


sissippi..... 867,511 1,028,997 782,056 510.243 £90,000 
St. Louis and 
Iowa towns. 541,485 783,415 678,572 533,540 602,828 


Mo. River 
towns. . 


oc. <SLT.244 
Unspecified... 


169,590 


481,167 
59,192 


543,741 448.5 
99,320 5 


26 661,000 
5 adel 27,000 











7 3,770,828 

The proportion of the whole number packed west of the 
Mississippi has increased slightly, which is chiefiy due 
to the growth of the business at the Missouri River points, 
and especially at Kansas City, for the business has decreased 
at St. Louis, which packed 8.6 per cent. of the whole in 
1879, but only 6.2 per cent. this year. The total 
percentage packed west of the Mississippi and that at 
the Missouri River points in the several years has been : 





DOC. 630.0: 4,051,248 5,323,898 4,803,689 3,210, 78 





1879. 1880. 1881. 1882. 1883. 
West of Mississippi... stoves SON 24.8 27.5 32.2 34.2 
Mo. River points............. 7.8 9.0 11.3 14.6 17.5 





St. Louis and Iowa towns ... 17.6 158 162 17.6 16.7 


Thus the places between the two great rivers seem to hare 
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made no progress, aad it is the Missouri River points alone 
that have gained in rank. 
We might expect these places and the Iowa towns to gain 


most or gain while other places lose, because they 
are nearest the country where there is most new 
land suitable for growing corn. But it has so hap- 


pened that the corn crops were very heavy west of 
the Missouri last year (and this year) when they were 
light east of the Missouri, so that there was compara- 
tively a much larger supply of hogs in the country from 
which the Missouri River points draw their supplies than in 
that which supplies the other packing towns, including the 
lowa towns. The inference that there will be little growth 
of the business hereafter in the Iowa towns may therefore 
not be justified; but the indications are that there will 
hereafter be but two great packing centers, at least for 
summer packing, namely, Chicago and Kansas City. This 
year Chicago packed 50 per cent. of the whole number and 
Kansas City 3114 per cent. of ail the rest. 

This business is so important to the railroads that its 
course will be watched with interest. The stock of hogs has 
been so replenished that we might have had something like 
the business of 1879, 1880 and 1881 if the corn crop had 
been afull one. Unfortunately itis tar from that. Later 
reports are more unfavorable than those shortly after the 
early frosts. In many places where there were no early 
frosts much of the corn did not mature, and there are com- 
plaints of an unsatisfactory crop generally througbout 
southern Iowa, and as far south as Mattoon, IIl., and Kich- 
mond, Ind. 

There is in [Uinois and Iowa, taken as a whole, more corn 
than last year, perhaps, and present prices of hogs indicate 
there is abundance to meet present demands. But it is far 
from being a heavy crop, nevertheless, If it had been, pres 
ent prices might have been fairly remunerative. 


Record of New Railroad Construction. 


This number of the Railroad Gazette contains informa- 
tion of the !ayiug of track on new railroads as follows: 

Bellaire, Zanesville & Cincinnati.—Extended west to 
Caldwell, O., 2 miles. Gauge 3 ft. 

Chicago, St. Paul, Minneapolis & Omaha,—The Nebraska 
Division is extended from Coleridge, Neb., northwest to 
Hartington, 10 miles. The Chippewa Falls & Northern 
Branch is extended from Rice Lake, Wis., northwest to 
Chicago Junction, 28 miles. 

Des Moines, Osceola & Southern.—Extended from Leon 
Ia., south to Cainesville, Mo., 24 miles. Gauge, 3 ft. 

Fargo Southern.—Track laid from Fargo, Dak., south- 
ward to Wild Rice. 10 miles, 

Florida Southern.—Extended from Ocala, Fla., to Lake 
Weir, 18!¢ miles, and from junction to Micanopy, 314 miles, 
Gauge, 3 ft. 

Georgia Pacific.—Track laid from Cane Creek Tunnel, 
Ala., west 5 miles, completing the road between Atlanta, 
Ga., and Birmingbam, Ala. Gauge, 5 ft. 

Grand Trunk.—The Michigan Air Line Division is ex- 
tended from South Lyon, Mich., west to Stockbridge, 30 
miles. 

Louisville, New Orleans & Texas.—Extended from Dog- 
wood Ridge, Miss., southward 23 miles. 

Northern Pacific.—The Palouse Branch is extended east- 
ward to Cvlfax, Wash. Ter., 24 miles. 

Williamstown.—Extended from Williamstown, 
west to Glassboro, 7 miles. 
lowa & Nebraska.—Extended southwest to 
Baxter, la., 7 miles. Track also laid from Des Moines, Ia., 
northeast 3 miles. 

This is a total of 190 miles of new railroad, making 5,600 
miles thus far this year. The total new track reported in 
our columns to the corresponding date for 12 years past has 
been as follows : 


N. J., 


Wisconsin, 





Miles. Miles. 
BR ccictbade cen “n:seengues TE EE ces hot kine sesedccene 1,945 
| RCS RS Wap ees se BE Pr nike see: $65 enkencedas 2,102 
EE edeannnidus cirsccaived ee 26.5'n050cn0.cedenseen 1,150 
| Ee UU er 1,68¢€ 
SR oe i kt. Aa 
ERASE A ce eS. | EE 5 Mss 5:4. 0b05bce avorrainions 6,311 


The statements include main track only, no account being 
taken of second tracks or other additional tracks or sidings. 

The track thus far reported has been exceeded in three 
years only—1882, 1881 and 1872. The weather continues, 
favorable for track-laying and there may be more additions 
to the new mileage yet this year than has been expected. 








THE PROHIBITION OF TICKET SALES by the trunk lines 
over certain railroads west of Chicago has provoked angry 
comment in some newspapers, apparently inspired by agents 
of some of the companies put under the ban, but the com- 
munications received concerning the matter at the office of 
the Joint Executive Committee have been chiefly requests 
for explanations and not protests, we understand. It 
may seem to be a matter of no concern to 
the railroads from New York to Chicago what the 
reilroads west of Chicago do with regard to cutting rates, 
paying commissions, etc., on theirown roads. But in fact 
these Western roads in New York and elsewhere in the 
East sell the tickets of the Eastern roads in connection 
with those of their own roads, and by the heavy com 
missions they pay on their own tickets they change 
the division of traffic among the Eastern roads 
which the latter have agreed upon with each other. 
A scalper in New York who has a customer wanting a Chi- 
cago ticket buys a ticket of the agent of a Chicago road 
from New York to Kansas City or Omaha by way of Chi 
cago. He receives a commission of perhaps six or seven 
dollars, all of which comes from the Chicago company. 
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the full rate) and leaves him with a ticket from Chicago to the 
western point which he can also sell at a profit for less than 
the regular rate. Now the result of this is that a New 
York-Chicago trip, which is business included in the pool of 
the Eastern roads, and the earnings from which they divide 
in agreed proportions, is converted ostensibly into a New 
York-Kansas City or New York-Omaha trip, which is not 
pool business. The roads paying the large commissions do 
not connect with all the Eastern roads, but with 
part of them only. Their operations therefore take from 
the roads with which they do not connect earnings which 
they are entitled to. Taken as a whole the lines east of Chi- 
cago are benefited by the operation, and the lines east of 
St. Louis suffer from it, but it probably works against some 
of the roads east of Chicago also. Not that the roads west of 
St. Louis have refrainedfrom paying commissions; but they 
have not the same margin in an $8.50 rate that the Chicago 
roads have in a $14.80 rate, and their operations have not 
injured their eastern connections. It is this injury that the 
Joint Executive Committee roads object to. They do not 
want to be hurt themselves by the policy of the Western 
roads, whether it makes these roads rich or poor. It is true, 
nevertheless, that if this effort of the Eastern roads should 
result in a restoration of rates (or an abolition of the enor- 
mous commissions) by the Western roads, the latter, who 
are now supposed to protest against the action of the 
former, would gain very much more than the Eastern roads 
by it. 








THE CuicaGo & Iowa RAILROAD, a controlling interest 
in which was secured by the Chicago, Burlington & 
Quincy about a year and a half ago, seems not vet to have 
become a profitable property. The gross earnings of its 
line of 104 miles, which passes through a magnificent farm- 
ing country, but has no large towns in it, except Aurora 
and Rockford, are reported to the Illinois Railroad Commis- 
sion for the year ending with June last as $535,049, or 
$5,145 per mile, which is not a very small rate, to be sure; 
but as the working expenses were $392,701 (73.4 per cent), 
the net earnings were only $142,348, or $1,369 per mile, and 
positively light for a company whose fixed charges are 
$1,654 per mile. All the bonds of this company bear 8 per 
cent. interest. At the rate of interest for which the Bur- 
lington can now easily get money, the fixed charges would 
not be more than $110,000, instead of $172,000, and the net 
earninzs would much more than cover them. But none of 
the bonds mature before 1895. 

It is over this line that the through traffic of the Lowa 
lines of the Illinois Central and of eighty miles of its Illinois 
lines east ot Dubuque passes to and from Chicago, and as the 
outlet of this 482 miles, and of a short branch of the Chi- 
cago, Burlington & Quincy, the road has a considerable 
through traffic. The [ilinois Central freight is carried at a 
very low rate, however. 

The earnings for this year ending with June are not very 
different from those of recent calendar years. 

Gross and net earnings and expenses for the last four cal- 
endar years, and for this year ending with June last, have 












been: 
Year to 
— —Years to Dec. 31.————-— June 30, 
1879. 1880. 1881. 1882. 1883. 
Gross earn....$524,373 $567,835 $563,055 $525,071 £535,049 
Expenses...... 28,462 219,452 319,241 436,762 392,701 
Net earn...... $195,911 $348,383 $243,814 $83.30) $142,348 


It seems from this that the road earned more than enough 
to pay interest in the first three yearsnamed. The immense 
increase of expenses after 1881 was doubtless due to very 
large renewals which were charged to expenses. These 
were pretty well completed last year, however, and it should 
cost much less to work the road now. Attention was called 
to this road about two years ago by the Chicago, Burlington 
& Quincy’s paying $130,000 for 1,000 shares of stock which 
the town of Aurora had subscribed and paid its bonds for 
when the road was built, and which was claimed to be the 
only valid stock of the company. Some may have thought 
that this price represented the ability of the road to earn 
dividends, but as it seems that it has not earned the whole 
of the interest on its debt siuce this purchase, it cannot have 
been directly profitable to the purchaser, which gets a haul 
of only 39 miles on the traffic contributed by it. 








Unton Paciric EARNINGS AND EXPENSES IN SEPTEMBER 
are reported to be as follows: 





1883. 882. Inc. or Dec. P. ¢. 

Gross earnings. .$2,994,076 $3,170,315 — $176,239 5.6 
Expenses ....... 1,535,188 1,260,592 + 274,596 218 
Net earnings. .$1,458,888 $1,909,723 — $450,835 23.6 


The decrease in earnings is not very great, though as 
there is more road worked this year than last the decrease 
in earnings per mile is larger in proportion. The increase 
in working expenses is very great, however. But as the 
working expenses were at tbe very low rate of 39% per 
cent. of the earnings last year, and in spite of the 
simultaneous decrease in earnings and great increase in ex- 


penses were but 51% per cent. this year, it 
is probable that the increase is due to  abnor- 
mally small expenditures last year rather than to 


abnormally large ones this year. An explanation of the de- 
crease in earnings this year is that it is primarily due to the 
opening of the Chicago, Burlington & Quincy to Denver, 
and also to the falling off in Colorado_business. The falling 
off in Colorado business certainly has been great, but the 
competition of the Burlington road should not have changed 
matters greatly, for its Denver extension had been open 
several months by September last year. It is somewhat 





Ya ys 


This enables him to sell the passenger a ticket to Chicago, notable that the Chicago, Burlington & Quincy should have 
for less than the regular rate (though the railroads receive 


had much the largest gross and net earnings in its history in 
this month of September when the Union Pacific has a de- 
cided decrease. The Burlington’s Nebraska lines are 
supposed to be a main cause of its recent pros- 
perity, and the Union Pacific next to the Burlington 
has most of the Nebraska mileage. Further, the Union 
Pacific hasa vast mileage in Kansas, where traffic must be 
about as good as in Nebraska, the benefit of which the Bur- 
lington gets only as one outlet to it to Chicago. The indica~ 
tions being that the Nebraska and Kansas business is 
exceptionally good, to account for the Union Pacific’s 
decrease we are left to infer that the traffic of the Far West 
and the through Pacific traffic is exceptionally poor. So far 
as the Pacific passenger traffic is concerned, it has been in 
a sadly demoralized condition for several months, but we 
had supposed that it was somewhat mended in September. 
The extension of the Northern Pacific is likely to have 
greatly reduced the traffic on the Utah & Northern to 
Montana, but it had no effect on through traffic in Sep— 
tember. 








THE IssuE OF NORTHERN Paciric SECOND-MORTGAGE 
Bonps was authorized at the special meeting of preferred 
stockholders last Thursday by a vote of 352,428 shares to 
63, about 6,600 shares not voting. The fact that a stock- 
holder had sought to enjoin the issue of the bonds may 
have led some to suppose that there was serious question 
as to the advisability of the issue. But it is not easy to 
see how there could be. The company already owes a 
large part of the money which it seeks to obtain by this 


issue, and its road is not complete. It must finish 
its road in order to make the profits which cam 
be had from the traffic offering. Whether the 


cost might not have been; smaller or should not bave been 
anticipated when the first-mortgage was issued is not a 
practical question. The company must owe the money in 
some shape. Asa floating debt it would certainly be very 
dangerous and cost more for interest than if funded. It 
must stand between the stockholders and their dividends in 
apy event. The only question with them is to make the 
burden as light as possible. 

It is true that it isa serious matter for the stockholders. 
The addition to the cost is not to any considerable extent 
because of an addition of money-earning appliances, but 
simply because of an under-estimate of cost. It was believed 
a year ago that the road could be completed without any 
other debt than the first mortgage bonds then provided for. 
The $20,000,000 of second mortgage bonds now authorized 
will only provide for the same profit-earning instrument 
that was then expected without them. This means that the 
stock is actually worth $20,000,000 less than was then ex- 
pected (provided the whole amount shall be issued). But 
for this unexpected requirement, the shares would have had 
$1,200,000 per year more than will be available from them 
now. Thisisa fact pot always appreciated. People often 
think that what makes a property cost more must make it 
worth more. The Northern Pacific cannot earn a dollar 
more with a road from St. Paul to Portland, costing 
$100,000,000, than wit’ one of equal capacity costing $50,- 
000,000. Ifa line must cross the mountains through a tun- 
nel costing three millions, it willearn no more than if it found 
its way through a valley at a cost of $50,000. Unexpected 
difficulties of construction which add greatly to cost do 
not in any way affect earnings. 

Practically, the public estimation of the value of the 
Northern Pacific stocks has been in accordance with this 
view. By present prices they are worth about $22,500,000 
less than the prices a year ago. All other stocks being lower 
some depression in Northern Pacific would be natural if 
there had not been the unexpected increase in cost. 


Iron ORE PRODUCTION, of course, sympathbizes with the 
iron industry, and the Lake Superior production more 
especially with the Bessemer industry, as it is a favorite 
ore for making Bessemer pig. The Marquette Mining 
Journal finds the outlook unfavorable for the Lake Superior 
mines. It says that enough are developed to supply more 
than 3,000,000 tons yearly, while the shipments this year 
will not exceed 2,300,000 tons, though sales were made at 
prices which left but a small profit to the producer, not- 
withstanding which the work of opening new mines has 
continued ; it also foresees competition by the opening of 
new fields and from ores now not available for Bessemer 
steel, but which will be when the basic process is intro- 
duced. The Bulletin of the American and Iron and Steel 
Association says little is to be feared from the latter, as the 
works now established can so fully supply the demand and 
sell for so low prices that the basic process is not likely to 
be introduced at more than one or two establishments for 
many years to come. 

It is possible that the narrow margin of profit complained 
of has reference to the recent valuations of the mines. It is 
quite probable that the mines will make but a very low rate 
of interest on the prices paid or valuations made about 
1880, when extraordinary prices were paid for ore; but 
they may still leave a considerable margin of profit over the 
cost of getting out and marketing the ore. It is not at all 
necessary to the prosperity of the iron industry that land 
containing iron ore should be dear, any more than it is neces- 
sary to the prosperity of the grain trade that land should be 
dear. Itis true that when iron-making is very profitable 
ore is usually dear and the price of mines high; but this is 
because there is a limited number of mines, and it is to the 
activity in the iron manufacturing that makes ore dear, and 
not dear ore that makes activity in iron manufacturing. 
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CuicaGo THROUGH RAIL SHIPMENTS EASTWARD for the 
week ending Nov. 14 for four successive years, have bere 
as follows by the complete report : 

1880. 1881. 1882. 1883. 
TOMBRib sc. cotagaag swdliace a0 Shas 53,269 51,949 44,721 48,390 

Thus this vear the shipments were 8 per cent. more than 
jast, but less than in the other two years. 

The percentage of the shipments carried by each road this 
year aud last was : 


188. 1883. 


1882. 1883. 
Chi. & Grand T...... 17.3 11.9 


Fort Wayne......... 16.9 19.5 






Mich. Cen..... 25.3 17.9 St. L. & Pitts..... 14.8 13.8 
Lake Shore.......... 18.1 11.2 Balt. 2 ee ee 
Nickel Plate - 6.8 Chic. & Atlantic..... ive: Ga 





The three Vanderbilt roads together had this year 35.9 
per cent. of the whole, their share in the pool being 43%4. 
The Michigan Central, which for some weeks had taken 
much more than its share, took much lessin this week. The 
Lake Shore, which before was far behind its proportion, 
falls still further behind. The Chicago, St. Louis & Pitts- 
burgh has much more than its share ; the Chicago & Atlantic 
considerably more. 

For seven successive weeks the Chicago shipments have 
oveen : 














Week ending. _ ~*~ 
Sept. 30. Oct. 7. Oct. L4. Oct. 21. Oct. 31. Nov. 7. Nov. 14, 

39,670 43,72: 44,926 43,721 44,083 48,769 48,390 

Thus the shipments of the second week of November were 
a little less than those of the first week, and not more, as 
the Chicago telegrams would indicate. Tbe shipments of 
both weeks were fairly large, however. Average shij ments 
per day were 6,940 tons in these weéks this year, against a 
daily average for the whole month of 7,143 last year, 7,217 
in 1881, 7,328 in 1880, and 5,669 in 1879. Shipments last 
year were much larger iu tbe last balf than in the first half 
of the month; but they have not been so in other years, 
and the advance of rates on the 26th will tend to reduce 
shipments in the last week of this month. 








New York SHIPMENTS Warerwanp bave been very even 
since July, varying comparatively little from week to week 
and from month to month, and being very nearly the same 
as in the corresponding months of last year, when they were 
considerably larger than in any previous year except i881, 
when shipments were made abnormally large by extremely 
low rates. As the Lackawanna has this year for the first 
time competed for these shipments and has obtained a con- 
siderable part cf them, of course there has not been 
so much as last year for the old roads to carry. In 
October the total shipments may have been slightly 
less than last year and not quite so great as in 
September ; but the difference cannot have been con- 
siderable. So far as these trunk-line shipments go, they 
indicate a decidedly heavy trade. It is possible, however, 
that the shipments by the circuitous routes—New London 
and Richmond—and those by canal have fallen off, though as 
the truvk-line rates are bigher this year than last we should 
notexpect it. The fact that the Lackawanna has been 
carrying at less than trunk line rates may, however, have 
reduced tbe shipments by these other cheaper routes. It is 
second-class freight chiefly that gues by these routes and by 
the Lackawanna also. Sbipments in August, September 
and October are usually the largest of the year, and in 
every year that has been recorded, except 1879, there was 
a falling-off from October to November. This falling off 
was very large last year because rates were advanced Nov. 
1, but shipments were up to the usual winter average taking 
the season as a whole. 

LAKE RATES have not evened with ths near approach 
of the closing of navigation, but have fallen rather. The 
stormy weather of last week interrupted shipments, and 
some of the sailing vessels bave been laid up this week 
Clearances have been very few, and nearly all propellers, at 
least from upper lake ports. From Detroit and Toledo 
clearances can be made safely later, as the vessels do not 
have to pass through the straits. Late quotations from 
Chicago are 314 cents per bushel for corn to Buffalo. 

Canal shipments have been but trifling for a week past. 
Official announcement is made that the canal will be closed 
Dee. 1, if not sooner closed by ice, and this does not give 
time enough to boats to get through to the Hudson. There 
were small shipments Wednesday, bowever, at 424 and 5 
cents a bushel for wheat from Buffalo to New York. Ship- 
ments to interior points, such as Rochester and Syracuse, 
can be made later, but by far the larger part of the ship- 
meots from Buffalo have been made by rail for some time— 
last Monday 246,500 bushels by rail against 32,500 by canal. 
There is over 2,000,000 of grain in store in Buffalo. which 
will now have to be forwarded by rail or be held till spring. 
This, however, is a trifle compared with the stocks in the 
West, and especially at Chicago. 

Ocean freights have not fluctuated much for some time. 

tecent quotations are 434d. for grain by steam from New 
York to Liverpool. 





THe Corn MoyvEMENT became exceptionally heavy 
this time last year because the crop of 1881 was nearly ex- 
haussed, anl there was a very short supply in all markets, 
so that new corn bad to be forwarded as fast as it was fit to 
ship. This year the supply at the markets is much greater 
than last year, but nevertheless it is small, as may be seen 
by the following statement of the amount in store Nov. 10 
at Eastern and phe markets for four successive years: 

1882. 1883. 
4,067,168 9,634,395 

The amount this year, though 5,567,000 bushels more 
thay last year, is 14,738,000 less than in 1881 and 6,858,000 


1880. 
16,492,430 24, 572, 782 
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less than in 1880. The shortness of the supply last year is 
seen more clearly by the amount on hand at Eastern mar- 
kets. Altogether there was less than half a million bushels 
in store east of Buffalo, which was abuut one day’s average 
receipts in some seasons. This year there is over 5,800,000 
bushels east of Buffalo. This obviates the necessity of large 
shipments very early. Usually very little new corn goes to 
Eastern markets before January, but last year a great deal 
came in Decem ber. 


NEw YORK, Paeunevevasiee & OHIO Banames for the 
first three months of the lease were $1,775,136 this year 
against $1,395,152 in the corresponding three months of 
last year, the increase being $379,984, or 27 per cent. The 
effect of the opening of the Chicago & Atlantic is seen in 
the fact that the gain was $96,602 in May, $122,364 in 
June, and $151,018 in July. The road’s earnings were not 
small in these months last year, but, on the contrary, were 
larger than iu any previous year. ‘The publication of these 


earnings enables us to ascertain the Erie’s gross earnings on 
the part of the system which it worked last yea 
were as follows : 


r, which 


a. June. July. Three months. 
$1,653,991 $1,694 698 $5,017.911 
2 K i,7i 56. 684 1,850,260 5,208,742 
[| Aree 1,776,890 1,794,982 1,787,080 5,358,952 


They were thus smaller this year than in terol the two 
previous, but they were larger than in any year before 
1881. 

This does not give any indication as to where the great 
gains of net earnings in August came from. Last year the 
Erie earned gross $1,843,144, and the New York, Pennsyl- 

rania & Obio $528,430 in August, and their aygregate net 
earnings were $971,843, against $1,100,065, plus 32 per 
cent. of the gross earnings of the New 
& Ohio this year. 


York, Pennsylvania 


THE DELAWARE, LACKAWANNA & WESTERN has become 
a member of the trunk line association, and will hereafter 
conduct its through business in accordance with its regula- 
tions and receive a share of the business to be fixed by 
mutual agreement or by arbitration. The company, we be- 
lieve, has always contemplated this step, but it has argued 
that it could not well take it until it had ascertained by 
trial how much of the traffic it would beable tocommand. It 
has for severa! months taken a considerable part of the New 
York shipments, but they have been mostly low-class 
freights, yielding small earnings and profits, and it is 
generaliy believed that they were taken at a considerable re- 
duction from the regular rates. The result probably has been 
that it has affected the business of the lines out of the pool 
—the Chesapeake & Ohio and the New London route—more 
than that of the roads in the pool. At least, these out- 
side lines, which by agreement make rates a certain amount 
lower than those cf the short lines, have made further re- 
ductiens from the pool rates, which they say was necessary 
to meet the competition of the Lackawanna. 

The accession of this road will make the work of maiutain- 
ing rates west as wellas east of Buffalo easier—or rather 
Jess difficult, for the word ‘‘ easy ” cannot properly be used 
in connection with this work. 


THE NEW STANDARD TIME seems to bave been generally 
adopted last Sunday, without shocking any one, 
and, in most places, without any one’s being aware 
of the change except the people who change 
the clocks. Several railroads will not make _ the 
change until next Monday. The Common Council of 
Chicago has, this week, authorized the change. In Bangor, 
Me., when the change to 75th meridian time required the 
clocks to be put back 25 minutes, the Mayor vetoed an 
ordinance providing for the change, and his veto was sus- 
tained. Bangor, however, will probably have to go by 
United States time after a while, and if it does not it matters 
little to the rest of the world. It will have to travel by 75th 
meridian time whether it eats and sleeps by it or not. 





THE SCRAP HEAP, 


Laying a Water Pipe in a River Bed. 

The longest water-supply pipe ever laid on the bed of any 
river in this country was sank in the East River yesterday. 
It was 2,200 ft. in length, reaching from 138th street dia- 
gonally across the government channel to North Brother 
Island. To properly incase the pipe and get it into position 
has been an engineering feat of some magnitude. More than 
three months have been required for the work. The casing 
is built of planks 2}¢ in. thick. The pipe is threaded at the 
joints with an iron sleeve 11¢ in. thick, each one calked solid 
with 50 pounds of lead. The wooden box is filled with 
cement, and welded together with 31,000 pounds of iron 
bolts. It extended back to the Southern Boulevard, making 
necessary a deep excavation beneath the tracks of the Port 
Chester Railroad. The weight is about 250 tons. 

The method of dragging the huge box into the water was 
attended with great difficulties. Two steam tugs and a 
dredge with a powerful engine failed to start it on its 
rollers. Strong hawsers snapped under the strain like 
grocers’ twine. Two more tugs were sent for, and the long 
case began to glidedown the street into the stream as 
smoothly as the cable on the Brooklyn Bridge. The swift 
current in mid-river bent it like cork. The friction of the 
chain on the dredge nearly severed a 10 iv. post covered 
with iron 14 in. thick, and set fire to the dock. The new 
hospital for contagious diseases on North Brother Island 
will be able to get Croton water at the rate of 1,000,000 
gallons u day under ordinary pressure. John McQuade & 
Co. contracted to do the work for $32,000.—New York 
Times, Nov, 21. 

24 O'clock. 

One railroad at least has adopted the system of number- 
ing the hours from 1 to 24, abandoning the old distinctions 
of * a.m.” and “ p. m., ” and one newspaper intends to try it 
also The Detroit Evening Journal of Nov. 17 says: 














** Readers of the Evening Journal will doubtless " be sur- 
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prised to find that the first edition of this paper to day is 
dated 14 o’clock. Having decided to illustrate sidereal time, 
or the new 24 o’clock idea, the Evening Journal appears to- 
day just asit would were that system in vogue in its en- 
tirely. The idea iscarried out through every depart- 
ment of the paper, and our railway time tables will 
show that many trains depart at 19:50 o’clock and others 
arrive at 21.15 o’clock ; so, too, the curtain rises at the 
theatre at 20 o’clock and church services begin at 19:30. 
To-day’s editions of the Evening Journal are ‘14 o’clock,’ 
‘15 o’clock’ and ‘17 o’clock’ respectively. This neec cause 
no confusion to the reader, who has to remember that there 
is no a. m. and p. m., ‘and whenever any time is given 
beyond the noon hour the reader has but to subtract 12 to 
get the proper hour as our clocks now read. The Hvening 
Journal bas put itself to no little trouble and expense in or- 
der to give the 24 o’clock idea a practical .illustration, and 
we hope it will at least prove a novelty if nothing more.” 


Casualties on Massachusetts Railroads. 

From the returns of eight of the principal railroads of the 
State for the year ending Sept. 30, 1883, some iuteresting 
fignres are taken regarding the number of people killed or 
injured on the several roads. The returns are those of the 
Boston & Albany; Boston & Lowell; Boston & Maine; Bos- 
ton & Providence; Eastern ; New York & New England; 
New York. New Haven & Hartford, and the Old Colony. 
The Fitchburg’s figures were vot obtainable. The figures 
show an increase in the number both of killed and in- 
jured, over the previous year, tnere being 221 reported 
killed this year against 216 the year before, and 535 in 
jured against 483 the previous year. The following table 
will show the facts obtained from the returns : 








Passen-| Em- All Total, | Total, 

gers. | ployés.' others. 1883. 1882. 

Roaps AlS A FF AF 
Boston & Albany 0 6 18 147) 18 48) 31/198 33 104 
Boston & Lowell. . 1 1 7 6| 9 zi 17 9 16 9 
Boston & Maine..... 3 l t 5 66—C—i«‘K"COCd,sd4:sd6s 7 
Boston & Providence 0 1) 2 OF 5 S| 7 6 9 lh 
Eastern. ..... 7 3 6) 10) 15, 10) 28) 23 27) 72 


New York & ‘New 
England : 

New York, New Hav 
en & Hartford..... 4 ll 7a| 3 13 52 104 
Old Colony.... e 1 2 6G 10) 16 8} 23) 20° 26 18 


= 


0; 27) 81/100) 21) 25) 52/152) 37 
1 


Totals..... we 16 52 80 353 125 133, 221 535 216 483 


The large number of accidents to the employés is a sad 
commentary upon the carelessness of that classof men. A 
few days since the writer was in a freight yard where an 
engine was engaged in shifting cars. A young fellow 

caught up a link and pin, jumped in front of a rapidly mov 
ing car, and, runnivg ahead of it, managed to put the link 
in piace. If he had “slipped, nothing could have saved him 
from instant death. The General Manager of the road 
chanced to be passing at the time, and the reckless man 
received a warning he will be apt toremember. The inci- 
dent serves to show how careless men accustomed to danger 
become, and indicates, in some degree, how it is that so 
many railroad employésare killed or injured. Another thing 
to be considered in this connection is the fact that 
two or three of the companies have had construction gangs 
at work along the line of their roads this year, and it is a 
fact well known to railroad men that the {talians, who, on 
the New York & New England at least, largely ‘constitute 
taese gangs, are the most beedless set of men that can be 
found; in fact, they seem to have no idea of the danger of 
getting in front of a moving train, and, it is believed, many 
of the accidents reported are to men of this class. The fol- 
lowing table presents some interesting figures regarding 
the average number of employ¢s on the several roads, and, 
as near as can be figured, the liability of an accident bap- 
pening to one of the employés : 

Average Casual- 


No. of ties. 

Miles em- One in 

operated. ployés. about 

3oston & Albany. 1 . 369 5.233 33 
N. Y., N. H. & Hartford 20! 3.994 46 
N. Y. & New England. *4,000 31 
Old Colony... 2:751 172 
Eastern... 2,569 161 











Boston & Maine : 2'093 233 
Boston & Lowell....... i; 615 124 
Boston & Providence 871 4236 

Tota. ..5 23,116 15445 


*Estimated. 


It will be seen that the New York & New England road, 
although frequently denounced as one of the poorest man- 
aged in the country, makes an excellent showing by the 
side of the Boston & Albany, which is universally regarded 
asa model road in every respect. The New York & New 
England is very largely a single track road, while the Boston 
& Albany is almost wholly double track Regarding the 
comparative danger to employs on single and double track 
roads, the Railroad Commissioners last year, in noting the 
increase of accidents to employes, said : ‘* The great increase 
of all these numbers is largely due to the great increase both 
in freight and passenger trafiic ; but a truer form of state- 
ment, iu many cases, would be that the insufficiency of a 
single track for any large business has made this 
increase a source of peril.” Last year the Boston & 
Albany was credited with operating 369 miles of track and 
— 704 miles, if measured as single track, while the 

New York & New England operated 385 miles,and owned 
4% 51 miles if measured as single track. ‘The construction of 
new track this year has not materially altered the rela- 
tive mileage. It will be seen that one man out of 31 of 
the New Yor k & New +e ind ee was killed or in- 
jured, while one out of 33 of the Boston & Albany, and one 
out of 46 of the New York, New Haven & Hartford ‘employés 
suffered. The Boston & Providence road makes the best 
showing, and the Boston & Maine comes next. But, as the 
Commissioners said last year: ‘“* The alarming number of 
injuries, fatal and otherwise, calls for new vigilance in the 
use of safety appliances, and in the employment of fit per- 
sons.” — Boston Herald. 


Attempt at Train Wrecking. 

Last night at Union station, between Newark and Colum- 
bus, O., a heavy stone was chained to the Pan Handle track, 
with a view apparently to wreck the fast east-bound mail 
which left this city on Friday. Fortunately a freight pre- 
ceded the mail, and having slowed up to water, discovered 
the obstruction in time to avoid a wreck. Trainmen recall 
a wreck which occurred at this spot about a year ago, 
which was then attributed to a broken rail, but which is 
now supposed to have resulted from the premeditated vil- 
lany of scoundrels.—Indianapolis News, Nov. 16. 
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Over Production of [ron in this Country. 


The Bulietin of the American Iron & Steel Association, 
of Nov. 14, says: 

‘* Is there any remedy for the evils of over production ¢ 
Without concerning ourselves at present with the future of 
the iron and steel industries of other countries, we may say 
that here at home, with only our own market to rely upon, 
the sole remedy is to make less iron and steel than we have 
been making. This remedy is now being applied; it has, in 
fact, been very vigorously applied for some time. Ever 
since last spring we have been engaged in blowing out 
furnaces and in putting many rolling mills on a single turn. 
The nail mills, or at least a majority of them, have for a 
much longer time wisely refused to overstock the market 
with their products. The steel rail interest must now pursue 
a similar policy of restricting production. Only the mills 
that can make rails at $35 can afford to run regularly; the 
others must stop or run spasmodically until the demand in 
creases. In a little while—possibly much sooner than is now 
anticipated--the production of all leading iron and steel 
products will be no greater than the demand, and when this 
point is reached prices will at once recover. Even another 
boom in the early months of 1884 is not improbable. One 
thiog is certain: the iron and steel manufacturers of this 
country, having learned a lesson during the recent hard 
times, will not again run their furnaces, and rolling mills, 
and steel-rail works without profit or at a dead loss. The 
railroad companies and other consumers who are now en- 
gaged in forcing down prices may find before many months 
have passed that they are exhibiting no more wisdom now 
than they showed in withholding orders just before they 
were caught by the boom of 1879. If our recollection is not 
at fault, they then paid dearly for their indulgence ina 
short-sighted and really ungenerous policy.” 

Stolen Railroad Tickets. 

A dispatch from Chicago, Nov. 19, says: ‘“ Five years 
ago a considerable number of Chicago & Alton unlimited 
tickets from Chicago to Galveston, via New Orleans, worth 
$60 each, were stolen from the down-town office of the com- 
pany in thiscity. Shortly afterward, William Brice, the 
ticket agent, disappeared and has not been heard of since. 
Several of the stolen tickets have been passed upon the com- 
pany. To-day the remainder were found in a scalper’s 
oftice, in the hands of A. D. Meecham, who was arrested. 
He told a story of their wanderings through a number of 
hands after having been left as collateral. by Brice. It is 
not probable that any one can be convicted.” 

Pig Iron Prospects. 

The Secretary of the American Iron and Steel Association 
bas prepared a detailed exhibit of all the blast furnaces in 
the country on Nov. 1, and of the stocks of pig-iron on band 
and unsold at the same time. The exhibit says: ‘‘ We com- 
menced the present year with 417 furnaces in blast and 270 
out of blast. By June 1 we had reduced the number in blast 
to 351, and a month later we bad still further reduced the 
number in blast to 3834. This was a very great shrinkage, 
and asa result of it we said in July, and bave since repeat- 
edly said, that there could be no overproduction of pig-iron 
so long as there should be no increase of furnaces in blast. 
We are now gratified in being able to state that on Nov. 1 
the situation as it existed on July 1 has been maintained. 
The number of furnaces in blast on Nov. 1 was 331. 

** The facts in regard to stocks are still more favorable. 
On Jan. | there were 383,655 gross tons of pig iron in the 
hands of makers and their agents. By July 1 the quantity 
of pig iron thus held had increased to 528,590 gross tons. 
This increase of 144,935 tons had been accomplished while 
83 furnaces were being blown out, or these furnaces were 
blown out because it was shown that stocks were increasing. 
We can now say that since tnese 83 furnaces have been 
blown out the tendency to an increase of stocks has not only 
been checked, but that a very great decrease in the quantity 
unsold on July 1 has also been effected. On Nov. 1 this de- 
crease amounted to 96,236 gross tons, leaving 232,354 tons 
unsold, against 528,590 tons on July 1. 

**On Nov. 1 there were no stocks worth mentioning in the 
hands of speculators, nor were there at any of our ports any 
noteworthy stocks of foreign pigiron. Of hypothecated 
stocks at that date we can hear of none worthy of notice, 
except the Marshall pig iron at Pittsburgh. This we have 
not included in our statistics of unsold stocks in July or 
November. Taken altogether, our statistics of furnaces in 
blast and stocks unsold on Nov. 1 are favorable to the pig- 
iron makers, especially when it is considered that stocks in 
the hands of consumers are notoriously low, owing to the 
prevalence for several months of the *hand-to-mouth’ 
policy.” 

A Mexican Train Robbery. 

A dispatch from Laredo, Tex., Nov. 14, says: ‘‘A bold 
train robbery was perpetrated at 7 o’clock last night on the 
Mexican National Railroad, 20 miles south of here, across 
the Mexican line. As the train from Saltillo, Mexico, 
bound for this place, rounded a curve on a lonely spot, not 
far from La Jarita, a small station, the engineer discovered 
that a rail had been removed from the track. He applied 
the brakes and reversed his engine as soon as possible, but 
too late to save the train, which was thrown from the track. 
The engine and the first two cars were wrecked, and others 
were somewhat damaged. The fireman was killed, falling 
beneath. The engineer was considerably bruised. Simul- 
taneously, as the train left the track, about 40 masked men 
issued from adjoining woods and made an attack. They com- 
pelled the conductor to give up the money in the ex- 
press car, $6,000 in silver, and were about to relieve the 
passengers of their valuables, when it became known that 
one of the passengers had escaped and gone to La Jarita for 
assistance. The robbers thereupon took fright, returned to 
their horses and retreated into the woods, It is thought 
they have crossed the Rio Grande, and are now upon 
American soil. Scouting parties are out in all directions 
searching for them, anc the entire country in the vicinity is 
aroused. Several of the robbers spoke good English. he 
leader forced the conductor to deliver bis treasure under the 
oath that be would kill all the Americans on the train. The 
robbery was skillfully planned, but with reckless disregard 
for human life. None of the passengers were seriously burt 
by the derailing of the train. The rail was entirely re- 
moved from the track, and the telegraph wires cut so as to 
destroy communication between stations. The name of the 
dead fireman was not learned.” 





General ° 
MEETINGS AND ANNOUNCEMENTS. 


Meetings. 
Meetings will be held as follows: 
Baltimore & Ohio, adjourned annual meeting, at Camden 
Station in Baltimore, at 10 a. m. on Nov. 26. 
Lehigh & Hudson River, annual meeting, at the office in 
Warwick, N, Y., Dec, 8, at noon. 
Worcester, Nashua & Rochester, meeting to organize the 
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company as consolidated, at Horticultural Hall in Worces- 
ter, Mass., at 11:30 a. m. on Dec. 1. 


Dividends. 

Dividends have been declared as follows : 

Boston & Albany, 2 per cent., quarterly, payable Dec. 31, 
to stockholders of record Nov. 30, 

Boston, Concord & Montreal, 3 per cent., semi-annual, on 
the preferred stock, payable Nov. 26, to stockholders of rec- 
ord Nov. 13. 

Chicago & Eastern Illineis, 7 per cent. on the income 
bonds, payable Dec. 17. 

Georgia (leased to Central, of Georgia, and Louisville & 
Nashville), 214 per cent., quarterly, payable Jan. 15. 

lowa Falls & Sioux City (leased te INinois Central), 124 
per cent., quarterly, payable Dec. 1. 

Northern (New Hampshire), 3 per cent., semi-annual, pay- 
able Dec. 1. 

Virginia Midland, 6 per cent., yearly, on the income 
bonds, payable one-half Jan. 1 and one-half July 1 next. 

Wilmington, Columbia d& Augusta, 3 per cent., semi- 
annual, payable Jan. 10. 

Wilmington & Weldon, 4 per cent., semi-annual, payable 
Jan, 16. The July dividend was 3 per cent. 


Railroad and Technical Conventions. 


The Railway Car Accountants’ Association will hold its 
next annual meeting in St. Louis on the third Tuesday in 
May, 1884 








ELECTIONS AND APPOINTMENTS. 


Augusta, Elberton & Chicago.—At the annual meeting, 
Nov. 14, the following directors were chosen: J. H. Alex- 
ander, W. N. Mercer, M. A. Stovall, James P. Verdery, P. 
Walsh, Augusta, Ga.; A. S. Buford, W. A. Gunby, Colum- 
bia County,, Ga.; D. F. Bentley, Walker Hawes, H. J. Lang, 
Lincoln County, Ga.; T. B. Green, Wilkes County. Ga,; 
George C. Grogan, Elberton, Ga, The board elected James 
P. Verdery, President; H. J. Lang, Vice-President; H. P. 
Moore, Secretary and Treasurer. 


Boston & Providence.—At the annual meeting in Boston, 
Nov. 21, the following directors were chosen: Joseph W. 
Balch, Thomas P. I. Goddard, Wm. R. Robeson, Royal C. 
Taft, J. Huntington Walcott, Francis M. Weld, Henry G. 
Whitney. The board re-elected Henry A. Whitney Presi- 
dent ; B. B. Folsom, Treasurer. 


Boston, Revere Beach & Lynn.—At the annual meeting 
in Boston, Nov. 15, the following directors were chosen: 
Matthew Bolles, Amos F. Breed, I. P. T. Edmands, L. 8. 
Judd, J. W. Smith, David H. Sweetser, Jesse Tirrell, 
Edward Tyler, Edwin Walden. 


Buffalo, New York & Philadelphia.—Mr. D. D. Randall 
has been appointed Train-Master of the Rochester Division 
in place of 8. W. Haight, resigned. 


Chest Creek.—Mr. John Patton, of Curwensburg,Clearficld 
County, Pa., is President of this new company. 


Chicago & Western Indiana.—Mr. Franklin H. Story 
has = chosen a director in place of D. J. Mackey, re- 
signed. 


Detroit, Grand Haven d& Milwaukee.—The statement 
that Mr. S. R. Callaway had been appointed General Man- 
ager of this road as well as of the Chicago & Grand Trunk 
is contradicted by authority. 


Eastern Junction, Broad Sound Pier & Point Shirley. 
—At the annual meeting in Boston, Nov. 20, the following 
directors were chosen: Alpheus P. Blake, Wm. C. Craig, 
Horace Farrington, Lyman 8. Hapgood, F. H. Henshaw, 
Thomas A. Henshaw, David Loring, A. D. McClellan, Joseph 
E. Merrill, Charles J. Page, Herbert T. Whitman. 


Eureka Springs.—Messrs, Charles H. Smith and James O. 
Churchill, of St. Louis, have been chosen directors in place 
of J. B. Porterfield, resigned, and James Torrans, deceased. 


Indiana Coal.—The directors of this new company are: 
A. H. Ransom, Covington, Ky.: T. 8S. Bell, T. B. Currey, 
A. M. Gazlay, Jr., W. H. Irwin, Wm. Keinecke, G. P. Theo- 
bald, Louisville, Kentucky. 


Memphis & Charleston.—At the annual meeting in Hunts- 
ville, Ala., Nov. 20, the following directors were chosen : 
Calvin 8S. Brice, George F. Baker, Jere Baxter, Frederick A. 
Brown, Napoleon Hill, E. H. R. Lyman, G. A. Lochrane, 
John F. Martiu, George I. Seney, Samuel Shethar, Sainuel 
Thomas, Addison White, A. Woodruff. The road is leased 
to the East Tennessee, Virginia & Georgia. 


Mexican Central.—Mr. Charles T, M. Cotter has been ap- 
pointed Train-Master of the Tampico Division. He was 
formerly on the Boston, Revere Beach & Lynn. 


Missouri Pacific.—Mr. Warder Cumming has been ap- 
pointed Superintendent of the Texas & Pacific Division in 
place of Major J. M. Eddy, resigned. Mr. Cumming has 
been connected with the Missouri Pacific for many years. 

Mr. A. M. Hager, late Assistant Superintendent, is ap- 
pointed Superintendent of the Missouri Pacific Division in 
place of Mr. Warder Cumming, transferred. 


Mobile & Ohio.—At their annualmeeting in New York, 
Nov. 21, the debenture-holders nominated the following 
directors for election by the trustees who hold all the stock: 
August Belmont, Jr., D. P. Bestor, Cornelius H. Clark, Wm. 
Butler Duncan, James H. Fay, Henry Hall, Jacob Hayes, 
W. H. Hays, Adrian Iselin, Jr., G. Jordan, J. P. McMahon, 
E. L. Russell, Moses Waring. 


Monadnock,—This company, whose road is leased to the 
Cheshire Co,, bas elected H. R. French President; J. H. 
Cutler, Clerk and Treasurer. 


Naugatuck.—At the annual meeting in Bridgeport, 
Conn., Nov. 21, the following directors were chosen: F. J. 
Kingsbury, Waterbury, Conn. ; Bassett, Derby, 
Conn.; H. M. Bronson, J. B. Robertson, New Haven, Conn. ; 
J. G. Wetmore, Winsted, Conn.; E. F. Bishop, W. 
Bishop, R. Tomlinson, Bridgeport, Conn.; A. L. Dennis, 
Newark, N. J. The board re-elected E. F. Bishop, President; 
George W. Beach, Superintendent; Horace Nichols, Secre- 
tary and Treasurer; Samuel Wilmot, Auditor. 


New Haven & Derby.—At the annual meeting in New 
Haven, Conn., Nov. 21, the following directors were chosen: 
R. M. Bassett, Wm. E. Downs, Birmingham, Conn. ; J. H. 
Bartholomew, F. Farren, Thomas Wallace, Ansonia, Conn. ; 
Isaac Anderson, Charles Atwater. Charles L. English, Her- 
rick P, Frost, J. A. Sperry, N. D. Sperry. John P. Tuttle, 
M T. Tyler, New Haven, Conn. The New Haven city 
directors, chosen by the City Council, are R. W. Armstrong 
and Henry G. Lewis. 


Ohio.—The directors of this new qmpeny are: Arthur 
L. Conger, David E. Hill, George R. Hill, Arthur Latham, 
Edward Miller, Lewis Miller, Akron, O.; Richard P. Flocd, 
Canton, O. The board elected Lewis Miller, President; 
Richard P. Flood, Secretary ; Arthur L. Conger, Treasurer; 
O, D, Leisenring, Chief Engineer. 
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Ohio Central.—The United States Circuit Court has ap- 
pointed Thomas R. Sharpe Receiver of this road in West 
Virginia. 

Philadelphia, Wilmington & Baltimore.—Mr. H. D. Gor- 
don has been appointed Master Mechanic in place of 8. A. 
Hodgman, resigned. Mr. Gordan has had long experience, 
and for some time past has been General Foreman of the 
Wilmington sbops. 


Plant Investment Co.—At the annual meeting, Nov. 16, 
the following directors were chosen: W.S8 Chisholm, Sa- 
vannah, Ga. ; B. F. Neweomer, Baltimore ; Lorenzo Black- 
stone, Norwich, Conn. ; Heary Sanford, Bridgeport, Conn. ; 
G. H. Tilley, Darien, Conn. ; Morris K. Jesup, Hemy B. 
Piant, New York. The company owns the Savannah, 
Florida & Western road and its branches, the Charleston & 
Savannah road and the South Florida road, besides steam- 
boat lines on the Apalachicola, Flint, St. Johns and Suwanee 
rivers. 


Railway Passenger & Freight Conductors’ Mutual Aid & 
Benefit Association.—At the annual meeting in Chicago 
last week the following officers were elected: President, 
Robert Loughlin, Flint & Pere Marquette; Vice-Presidents, 
Jobn W. Mallory. Atchison. Topeka & Santa Fe, and W. 
A. Reagan, East Tenuessee, Virginia & Georgia, Secretary 
and Treasurer, Charles Huntington, Chicago & Alton; 
Directors, George Hewitt, New York, Chicago & St. Lonis: 
Thomas P. Robb, Chicago & Grand Trunk: F. X. Vevia, 
Pittsburgh, Ft. Wayne & Chicago: H. 8. Gray, Wabash, 
St. Louis & Pacific: John 8. Cooper, Chicago & Alton; W 
F. Wagner and James Curran, Lake Shore & Michigan 
Southern. 


Richmond, Fredericksburg & Potomac.—At the annual 
meeting in Richmond, Va., Nov. 21. the following were 
chosen: President, J P. Brinton: Directors, A. Sydney 
Biddle, J. S. Blackburn, Charles Chauncey, F. T, Willis. 


Rochester & Pittsburgh.—Mr. J. R. Sherburne has been 
appointed foreman in charge of the shops at Buffalo. 


Rome, Watertown & Ogdensburg.—The following circular 

from General Manager H. M. Britton is dated Nov. 10: 
“Mr. W. W. Currie: is appointed Superintendent of 

Transportation of this company, with office at Oswego, 


N. Y. He will have charge of the ordering and distributing 
of all cars. All reports of this department will be sent to 
him.” 


Savannah, Griffin & North Alabama.—At the annual 
meetiug in Griffin, Ga., recently, the following were chosen: 
President, W. G. Raoul; Directors, W. W. Fitts, A. D. Free, 
man, J. N. Horne, A. Hutchinson. W. W. Merrill, H. J. 
Sargent, John D. Stewart, U. B. Wilkinson. 


Toledo Belt.—This company was organized at Toledo, O., 
Nov. 13, by the election of the following directors . M. D. 
Carrington, George W. Davis, Noah H. Swayne, Jr., M. D. 
Woodford, Toledo ; George J. Forrest, New York. The 
board elected M. D. Carrington President ; George J. For- 
rest, Vice-President ; M. D. Woodford, General Manager ; 
S. H. Ayres, Secretary and Treasurer. 


To'edo, Cincinnati & St. Louis.—Mr. Charles A. Bell is 
appointed Superintendent of the Cincinnati Division in place 
of D. T. Bacon, resigned. 


Valley. of Virginia.—At the annual meeting last week 
Samuel Spencer, of Baltimore, was re-elected President, 
with the old board of directors. 


Watertown & Waterbury.—This company has elected 
Wm. D. Bishop President; L. W. Cutier, Secretary and 
Treasurer. The road is leased to the Naugatuck Company. 


Wrightsville.—This company was recently organized with 
the following directors: A. F. Daley, T. W. Kent, M. H. 
Mason, Wrightsville, Ga.; S. M. Perkins, Perkins Junction, 
Ga.:; G. B. Harrison, Tennille, Ga. ‘he board elected 8. M. 
Perkins President; M. H. Mason, Secretary; A. F. Daley, 
Treasurer. 


PERSONAL. 


—It is reported that Mr. J. D. Liying has tendered bis 
resignation as General Superintendent of the Chicago & 
Northwestern road. 


—Mr. A. K. Mansfield has resigned his position as Me- 
chanical Engineer of the New York & New England Rail- 
road, to date from Nov, 17. 

—Major J. M. Eddy bas resigned his position as Superin 
tendent of the Texas & Pacific, and will, it is said, accept a 
position on an eastern road, 


—Mr. James C. Ernst has resigned his position as General 
Passenger = of the Chicago, St. Louis & Pittsburgh 
road, and will enter into a manufacturing business at Cov- 
ington, Ky., where he formerly lived. 


—Mr. John W. Garrett, President of the Baltimore & 
Ohio, has suffered a great loss in the death of his wife, 
which occurred at her country house, Montebello, near Bal- 
timore. The cause of Mrs. Garrett’s death was the injuries 
she received by being thrown from her carriage five weeks 
ago. 


—Mr. Wm. G. Harrison died in Baltimore, Nov. 18, aged 
81 years. He was born and always lived in that city and 
was for many years a prominent and successful merchant 
there, serving the city also inthe Legislature. He wasfor a 
number of years a director of the Baltimore & Obio Co., 
and was its President for three years, being suuceeded in 
office by Mr. Chauncey Brooks. He was also for many 
years a director of the Canton Co, and for a time President 
of the Union Railroad Co. Mr. Harrison leaves a large 
fortune. 


—Mr. 8S. A. Hodgman having resigned his position as Mas- 
ter Mechanic of the Philadelphia, Wilmington & Baltimore 
road to become Mechanical Superintendent of the Lobdell 
Car Wheel Co., in Wilmington, Del., the men recently 
under his charge last week presented him with a very hand- 
some silver service. The presentation was made at the 
shops, Mr. James H. Price, Chief Clerk, making an address 
expressing the general feeling of regret at parting with Mr. 
Hodgman. That gentleman responded in an appropriate 
manner. 

—Mr. Bradford Dunbam, the new General Manager of the 
Louisville & Nashville road, is nota stranger on that line, 
having served for several years as superintendent of the 
South & North Alabama. Mr. Dunbam is a Georgian, and 
had been, for some time, on railroads in that state in sub- 
ordinate positions when he was made General Superintend- 
ent of the Montgomery & Eufaula. From that read he 
went to the Louisville & Nashville, having charge of the 
South & North Alahcma, and afterwards of the Mobile & 
Montgomery also. He left the road early in 1881 to take 
the = of General Manager of the Tians-Obio lines of 
the Baltimore & Obio, which he has since held. 

—A dispatch from London, England, Nov. 20, says : 
“ Dr. Charles William Siemens, the well-known scientist, 
engineer and electrician, died to-day of rupture of the heart, 












He was 63 years of age. Ten days ago be fell in Park Lane, 
London, and went to bis home in great pain. His physician 
ordered complete rest, and he was apparently recovering 
until yesterday, when he became worse, and rapidly sank 
until death ensued.” 

Dr. Siemens was born in Leuthen, in Hanover, April 4, 
1823, received his education at Lubeck, Magdeberg and 
Gottingen, and entered as a pupil the engine works of Count 
Stolberg in 1842. He visited England in 1843, and after a brief 
absence returned there in 1844, and lived thereafter in — 
land, becoming a naturalized subject in 1859. For the past 
40 years he bas had an almost continuously brilliant career 
in the foremost ranks of scientitic engineering and metal- 
lurgy, and as an electrician, but especially in steel produc- 
tion and telegraphic progress. The deceased came of a 
family remarkable for {ts seman 


























































































































TRAFFIC AND EARNINGS. 


Railroad Earnings. 
Earnings for various periods are reported as follows: 
Ten months ending Oct. 31: 
1883. 














1882. Inc. or Dee. gt ® 

Ala. Gt. South.. $845,063 $663,887 I. $181,176 = 27.0 

Cia.,N.0.&T.P. 2,126, aoe 2,115,494 I, 11,070 05 

Cc leve A & Gol. “448. 87 422,327 I. 26,544 6.3 

Des M.& Ft. D.. 276, ioe 286,756 D. 10,654 3.7 

Florida Cen. & W. Be , 051 330,130 I. 12,921 3.9 

Flor. Transit & P. 399,933 $29,528 I. 70,405 921.3 

Gulf, C. & F.. 1,691,892 1,142,869 I. 549,023 48.0 

Hous., E. & W.T 266,331 215,452 I 50,879 23.7 
Net earnings. - Re Pe Pe eee 

Rich. & D. lines: 

Oxnar., 0. & .A,.. 668,422 589,178 I. 79,244 13.3 

Net earnings. 298,183 149,401 i, 148,782 98.6 
Col. & Green... 602,192 2,507 I. 9,685 1.6 
Net earnings. 196,280 I. 82,702 72.6 
Rich. & Danville 3.146,808 2 978 81062 z 168,746 5.7 
Net earnings. 1,351,189 % 603.200 4 347,989 34.7 
Va. Midland.. 1,413,266 1,244,526 I. 168,740 13.5 
Net earnings. 606,765 470.551 1. 136,214 28.8 
Western N.C. 312,121 200,510 I. 111,611 55.8 
Net earnings. 111,128 45,129 I. 65,999 146.7 

St. L. & Cairo ... 326,448 309,305 1, 17,143 5.5 
Nine months er — Sept. 30: 

Union Pacific .. $21,551,287  21.972,764 D. 421,477 2.0 
Net earnings... 10,07 50,506 10,491,783 I. 441.277 42 
Month of September: 

», EV. St. L... ar, << - 
} Union Pacific 2 994, 076 $3,170,315 D. $ . 5.5 
. Net earnings... 7.458.888 1,909,723 D. 450, 835 > 236 

Month of October: 

Ala. Gt. South.... $112,147 $88,714 I. $23,433 

Cin., N. _ & T. P. 260,673 a 20,289 
Cleve. .A. & Col.. 49,07€ dD. 5,648 

Des M. & Bt. D.. I. 1.976 

Florida Cen. & W. R, 4,639 

Florida Tran. & P. lL. 10,801 

Gulf, Col. &S. F. 506 I. 35,930 

Hous., E. & W. T. 24, 106 I 13,322 

Rich. & D. lines: 

Char., C.& A.. 98,205 99,125 D. 920 0.) 
Col. & Green.... $6,247 113,806 D. 27,559 24.2 
Rich. & Danville 429,834 421,766 I. 8,068 1.9 
Va. Midland.... 176,167 167,017 I. 9,150 5.5 
Western N. C.. 44,006 26.897 I. 17.109 63.4 

St. L. & Cairo.... 40,584 36,548 I. 3.836 10.5 

st. L., Ft 8. & W. 35,398 ocebeehe a én oe 

Tol.. Cin. & St. L. 128,600 92.441 1. 35 5 59 38.6 
Firstweek in November: 

Bu. C. Rap. & N.. $74,705 $69,824 I. $4,881 6.9 

Chi. & Gd. T runk 59,380 53,318 1. 6,062 11.4 

Cin., W. & Balt.. 39556 82.290 L. 966 2.5 

Grand Trunk..... 395,780 304.507 I. 1,273 0.3 

Or. Ry. & N. Co. 143,636 t 78 OL. 44,558 45.0 
Second ae in November: 

Bu., C. Rap. & N. 7 G16 $65.093 I. $6,523 10.0 
Canadian Pacific. 129,000 66,000 I. 638,000 95.5 

Chi. & Alton..... 209.2200 200.573 I. 8,627 4.3 

Chi. & E, Il.. 32,099 36.550 D. 4,451 12.2 

Chi., M. & St. Pp. 548,006 477,481 I. 70,519 14.8 
Chi. & Northwest 538,400 446,800 I. 91,600 20.5 

C.,8t. P.. M. &O. 134,100 125,700 1, 8,400 6.6 

Denver & R. G.. 157,900 125,900 I. 32,000 25.4 

Long Island...... 45,148 43,613 1. 1,535 3.5 

Louis. ‘. Nash... 295,110 272,625 I. 22,485 8.2 

Mil., L.S. & W. 24,060 18,276 I. 5,784 31.5 

Mo. Pacific lines. $39,788 $03,297 L. 36,491 4. 
W. St. L. & P.. 391316 331,063 I. Stan og 8. 

Northern Pacific. 296,400 195,336 I. § 

Or. Ry. & N. Co. 145,807 92,271 I. 

Rochester & Pitt. 18,800 6,496 I. 

St. L. & San Fran. 93,500 72) 800 I. 

Ay > & Duluth.. 35,974 29,760 I. 3,214 

»M. & M. 195,300 181, 400 I. lt 3. "900 





WwW eekly ea rnings are usually estimated 
subject to correction by later statements. 


Grain Movement. 

For the week ending Nov. 10 receipts and shipments of 
grain of all kinds at the eight reporting Northwestern mar- 
kets and receipts at the seven Atlantic ports have been, in 
bushels, for the past ten years: 


in part, and are 


Northwestern eee, 
e 









Northwestern -C, Atlantic 
Year. receipts. Total. By rail. by rail. receipts. 
1874..... 2,584,330 2.587,220 297,809 11.8 2,736,146 
1875 . 3,213,054 3,419,362 1,143,631 33.5 4,057,502 
1876 2,916,023 3,739,754 1.372.271 36.7 3,663,490 
1877.... .3,676.648 4,147,443 426,584 10.3 4,077,968 
1878 .. 4, 669, 154 4,268.616 732,892 17.1 4,851,146 
1879.. 3. 2,978,882 1,106,435 37.1 5,798,781 
1880. . 5,039,996 1,767,414 35.1 7,323,425 
1881.. 3,688,621 1,718,718 46.6 3 772,664 
1882. .... B.5e 37,249 1,751,2 49.1 4,256.933 
1883. ....5, ‘942 156 4,245,448 56.0 3,361,348 





The receipts of the Northwestern markets for the week 
were 908,000 bushels more than in the corresponding week 
of last year, and more than in any previous year. They 
were, however, 78,000 bushels less than in the previous week 
of this year, and the smallest for the three months. There 
has usually been a sharp falling off at this time last year and 
in 1879 and 1880 the decrease in the corresponding week 
from the previous week was more than a million. 

The shipments of these markets were exceeded in tbe cor- 
responding weeks of 1880 and 1878, but in no other years. 
The rail shipments were much larger than in the correspond- 
ing week of any previous year, and have beeu equaled in 
but seven weeks since navigation opened this year. The 
shipments down the Mississippi were 195,573 bushels, or 
4.6 per cent. of the whole. The lake shipments were excep- 
tionally small, and will soon cease. They were but 1,674,- 
000 bushels, and this is the first week they bave been less 
than 2,600,000 bushels since July. 

The Atlantic receipts of the week were 895,000 bushels 
less than in the corresponding week of last year, and smaller 
than ia any year since 1874. They were also 142,000 
i bushels less than in the preceding week of this year, and the 
; smallest since July. The shipments from the West continue 
ty to be absorbed to a wonderful extent before they reach the 
' ‘seaboard. 

In the distribution of the Northwestern receipts the chief 
change from the previous week is a decrease of 176,000 
bushels at St. Louis. In Atlantic receipts = apt is a decrease 
of 552,000 bushels at New York and a 23,000 at 
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year, and larger than in any week of 1882. The New York | 


rece ipts are the smallest since the middle of August. 


Exports from Atlantic ports for the week ending Nov. 20 | 
for four successive years have been : | 
1880. 1881. 188: 1883. | 
Fiour, bbls. . 172,371 115,408 181, "0: 5S 147.027 | 


Grain, bush. . 4,292,401 2,263,769 1,179,416 2,213,822 
The exports this year were nearly one-half greater than | 
last year, and nearly the same as in 1881, but not half as 
great as in 1880. 

San Francisco exports in October were 104,927 barrels of 
flour and 2,500,233 bushels of wheat. For the four months 
of the California crop year from July 1 to October 31 the 


exports were as follows, flour in barrels and wheat in | 
bushels, flour being reduc ed to wheat in the totals: 
1883. 1882 Inc. or Dec. P. c. 

Flour .... 352,254 341,710 I. 10.544 3.1 
Wheat........ 7,891,783 9,169,050 D, 1,277,267 13.9} 
Total, bushels... 9,653,053 10.877,600 D. 1,224,547 11.3 | 


About half the flour this year went to Great Britain and 
about one-third to China, the rest being scattering shipments, 


ebiefly to Central America and the Pacific islands. Nearly | 
all the wheat went to Great Britain. 
Coal. 
Coal tonnages for the week ending Nov. 10 are reported | 
as follows: 
188: 3 1882 Inc. or Dee. P.c. | 
Anthracite........ 5.827 660.867 1. 45.960 8. 4 
Semi-bituminous. .. 117.767 128,714 D. 10,947 8.5 | 
Bituminous, Penna. a 104 61,3861. 9,718 15.8 
Coke, Penna... 63.811 54,481 I 9,330 17.1 


The anthracite market is more active, the sudden incoming 
of cold weather having increased the demand for domestic 
use. 

Cumberland shipments show a decrease from the preced- 
ing week, but there was a considerable increase in Clearfield 
tonnage. | 

The coal tonnage of the Pennsylvania Railroad for the | 
week ending Nov. 10 was: | 


Coal. Coke. Total 
OE WOE | iin kssccctvinscc cts sane 155,918 53.130 209,048 
From other lines. .. 51,079 10,681 61,760 | 


NE 6 i pinpa cbs hans wessceseane .. 206,997 63,811 270,808 

The total tonnage this year to Nov. 10 was 10,480,273 
tons, against 9,493,301 tons for the corresponding period 
last year, an increase of 986,972 tons, or 10.4 = cent. 

Anthracite coal tonnage for October and the ten months 
ending Oct. 31 is reported as follows, by the Official 
Accountant, Mr. John H. Jones, the statement including 
the entire production of anthracite coal, exceptiug that con- 
sumed by employés and for steam and heating purposes 
about the mines : 


—-October.-— 
38; 1887, 


Ten mone | 
1883 1882 } 
8,4¢ 9,686 


1883. 
Phila. & Reading.... | 1,328,809 5,626.89 | 


















Central, of N. J.. ‘ | 
Lehigh Vatiey. eee 9) 
Del., Lack. & W : vl 4,218,65 2 
Del. & H. Canal Co.. 379, it 8 2,910,342 0} 
Pennsylvania RR 298,900 S.288.787 1.9 329 | 
—— oo RS 180,087 y 6.682 1. dhapes oF 
eS oe 38,241 783 217,98 36 | 
Total... 3,426,273 2,945,037 26,461,793 23,723,284 | 
The tonnage of the Central Railroad of New Jersey is | 
included in the Philadelphia & Reading statement, from | 


June 1, 1883. The Lehigh Valley tonnage includes that of 
the State Line & Sullivan road. which was 9,275 tons in 
October, 1883. In addition to the tonnage credited ubove, | 
there were 61,928 tons transporte -d from mines in October } 
by the Delaware & Hudson Canal Co., which is included in | 
tonnage of other interests. 

The increase for October 16.3 per 
cent. Theincrease for the ten months was 8,509 tons, 
or 11.5 percent. All the companies (including, Reading and 
New Jersey Central together as one) show increases, both | 
for October and the ten months. | 

] 


was 481,236 tons, - 
2. q 





The proportion of the total tonnage credited to each com- | 
pany was as follows for the ten months, Reading and New | 
Jersey Central being taken together for the whole of this | 
year: 

— Per cent. of total.———— | 

1883 S82. Inc. or Dec. | 

Phila. & Reading.. ............ t an @& 423.7) al 
Central, of N. a raked atlas 38.7 114.74 I. 0.3 | 
oc igo ogee er 19.7 20.4 BD... O81 
Dela., Lacka, & Western 15.9 16.1 D. 0.2 | 
Del. & Hudson Canal Co... ...... 11.0 10.8 I, 0.2 | 
Pennsylvania ;R. R. Co ...... .... 8.7 8.3 I. 0.4 | 
P ee. Ivania Cual Co....... 4.8 5.1 D. 0.3 | 
. Lake Erie & Western...... 1.2 0.9 I 0.3 

Total 100. 0 100. 0 


The changes here show n are slight, all of them being les ss | 
than 1 percent. Upon the whole it may be said that all of | 
the companies have held their own proportions of the trade | 
remarkably, and that the complete statement for the year | 
will probably show very little change. The total output of | 
anthracite for the year will probably run over 33,000,000 
tons, against 29, 120,000 in 1882 and 28,500,000 in 1881. 

The stock of coal on hand at tidewater shipping points | 
Oct. 31 was 604,865 tons, against 538,490 tons on Sept. 30, 


were 1,975, 589 | 
The heaviest 

Norfolk, 

370, and Galveston, 30,117 bales, 


Total sacetae at seaports to Nov. 16 
bales ; stock. Nov. 16, was 842.179 bales. 
receipts for the week were at New Orleans, 81,438; 
38,470; Savannah, 31.: 


Immigration in October. 

The Bureau of Statistics reports the arrival of 48,865 im- 
migrants in October, and of 
ing with October. For three successive years the arrivals | 
in October and the ten months have been : 

--October.— ——— Ten months. 
1881, 1882. 1883. 1881. 1882. 1883. 
67,929 45,965 48,865 630.899 646,051 501,037 

The small increase over last year in October is another | 
indication that the decline in immigration which began 
after July last year bas been arrested. For the four 
months since June the arrivals this year have been 179,192, 


















Boston. The Boston receipts are the lordest of the 








against 208,986 last year and 239,734 in 1881. 


| 1882 to 


| meeting with the traffic managers yesterday the Board 
| proposed by the managers on through freight, 


| iffs have been applied heretofore. 


| form rates. 


| cent. of the flour 


| there a large crop 


| bound freight 


| class, 35; 





501,037 in the ten months end- | 





1883 


| NOVEMBER 2°, 













1882 was thus 35,748 ; 
Three-f 


decrease from 188i to 
1883 only 24,794. 
| this year was in July. 


that from 
fourths of the 2 decrease 


Large Cargo Through the Mississippi Jetties. 

A telegram from New Orleans, Nov. 14, says: ‘‘ The 
British steamship ‘Silvertown’ left her wharf this morniig 
for Liverpooi, with 10,618 bales of cotton, 24,128 bushels of 
corn, 300 tons of oil-cake. and 13,000 staves. At the time 
of sailing her draft was 25 ft. 2in. aft, and 22 ft. 6 in. for- 
ward. She went to sea through the jetties to- nicht without 
any assistance or detention. Tais is the largest cargo of 
cotton ever carried hy any vessel. In fact, next to the 
‘Great Eastern,’ the ‘Silvertown’ is the largest freight-carrier 
afloat. The heaviest draft vessel that ever went through 
the jetties was the ‘Roc hester,.’ for Havre, last January, 
drawing 26 ft. 3in. The ‘City of New York’ went through 
on Nov. 6, drawing 25 ft. 3 in.” 

Kansas Commission Rates. 

A dispatch from Topeka, Kan., Nov. 16, says: ‘‘ At the 
of 
Railway Commissioners agreed to accept the distance rates 
provided 
they shall be applied under the same conditions that the tar- 
It is thought this will 
make a reduction of about 10 per cent. The managers asked 
20 days to consider whether they would accept. Jt was de- 
monstrated to be wholly impracticable, on account of the 
conditions prevailing on the different lines, to adopt uni- 
Therefore the board proposed to meet a repre- 
sentative of each road and prepare a schedule of rates. 
Without saying whether they would do this the managers 
left here, except Mr. Emerson, of the Missouri Pacific Cv. 
He remained to prepare a schedule for that road. The Mis- 
souri Pacific, the Union Pacific, the Fort Scott & Gulf and 
the St. Louis & San Francise o roads can probably all be cov- 


| ered by a uniform tariff.’ 


October Breadstuffs Exports. 
The Bureau of Statistics reports the exports of breadstuffs 
from all Atlantic ports in October to have been, all in bush- 
els, including flour: 








1882. Inc. or Dec. P. ce. 

Fleur... ... 2,879,316 + 591, 471 20.5 
| Wheat.... 34.4 
ee ere re 1,005,775 + 381.8 
Other grains... . "665 1, 466 269,087 147.2 
Total ........ 15,569. ony 14.197,425 +4 1,371 ,827 9.7 
Value. $14,651,5 $15,362,682 - $711,152 4.6 


The large decrease in pe is more than made good by 
the increase in corn alone. This year no less than 2,956,723 
bushels of wheat (45 per cent. of the whole) went from 
the Pacific Coast. Only 151¢ per cent. of the flour went 
thence, however. New York ‘and Boston exported 61 per 
; Philadelphia and Baltimore only 8.3 per 
cent. 

For the four months 


ending with October and the ten 


months thus ending the values of the breadstuffs exports 
have been : 

83. 1882. Decrease P. c. 
Four months.. .. gsu.oar, 099 $85.444.272 $25.511.173 291 
Ten months .... . 145,082.084 150,300,i 581 5,218,547 3.5 


Thus it is since the last harvest that the decrease has taken 
place. It has been wholly in wheat, the value of the exports 
of which in the four months since June has been 66,700,000 
this year, against $30,800,000 last year, when not only was 
here, but a pressing demand for it 
abroad, with the result that the average export values was 
$1.14 per bushel then against $2.09 this year. 

New East Bound Rates. 

Notice has been given in Chicago of the new rates on east 
which will take effect Nov. 26. The new 
rates from Chicago to New York are, per 100 Ibs., Seventh 
eighth class, 30 ; ninth class, 40 ; hogs, 35 cants. 
To otber sea-board points the usual differences are main- 
tained. The increase is 5 cents on all the classes named. 

Pacific Coast Passenger Rates. 
At the meeting of the Transcontinental Traffic Association 


|in Chicago Jast week the following passenger rates were 
5 _ 4 





| adopted: 
First Second Immi- 
class. class. grant. 
Chicago to San Frar. cisco, except 
by Northern Pacific . $108.50 = 
| Chicago to Portland. by N. P.. 103.50 
St. Louis to Portland, by N. P 103.50 33:50 





St. Paul to San Francisco, 
Omaha or Kansas City . 107.95 
No changes were make in the rates 
| Francisco, via the Southern Pacific, or in rates from St. 
Louis to Portland and San Francisco, via the Union Pacific, 
Utah & Northern and Northern Pacific route. 


by 


86.25 
from St. Louis to San 


56.25 


Ohio River Trattic Association Award. 
The percentages of freight and passenger traffic awarded 
| by the arbitrators appointed for that purpose are reported 
as follows : 
| Between Chicago and Louisville. 


; = “ ‘ | L., N. A. Cin.,Ind.,St. Danville J.,M.& 
an increase of 66,375 tons, or 12.3 per cent., during the | &C. EC, route. Ind. 
month. | Passengers........... 55 5 5 35 

Cumberland shipments for the week ending Nov. 17 were | | Freight ..... .. 50 10 5 = 
48,305 tons. The total shipments this year to Nov. 17 were | Between Chicago and Indianapelis. 
2,926, 264 tons. | L., N. A. C., L., St. L. C., St. L 
Cotton. r & - a — & Pitts. 
ASSENETS.........-- 2 i 2 
Cotton movement for the week ending Nov. 16 is reported | Fre ‘ight .. 4 Re eke 20 45 10 25 
as follows, in bales : k Between Chicago and Cincinnati. 
—Interior markets— ——--Seapcrts--—— | N ' s y se - 
Receipts. Shipments. Receipts. Exports. | a © “ o i = Danville “ Pie” os = * 
ee eee 145,839 115,159 242.078 207 921 | passengers 6 ‘ aay 30 6 
1882. 187,767 146,384 259,154 160,365 | Preight......... 6 Bo 6 58 8 
Total recipts at interior wares for the crop year (from | Belween Indianapolis and Cincinnati. 
Sept. 1) to Nov. 16. were 263,700 bales ; the stock Cin.. L. St. L. & C C.H&D 
reported Nov. 16, was 343,929 ey against 244,123 a year et | Passengers... eer le aa he ange 
ago. The heaviest receipts reported for the week were = | Freight Pitts ttn SOR nk bare 70 30 
Memphis, 28,295; Houston, 27,897, and St. Louis, 17,5 Between pati and Louisville. 
bales. he st. L ec 


*.,M. & L. 
| Passengers... 90 
| Freight... 


eer Rarer & 85 
The arbitrators were Charles Francis Adams, Jr., J. D. 
| Cox, S. F. Ryerson, W. O. Hughart, and Colonel Hayes, 


Withdrawal of Western Passenger Tickets, 
An order has been issued by Assistant Commissioner Pier- 

|son directing the agents of the trunk lines to withdraw 
| from sale the tickets ‘of the following issues: 
First—Second-class tickets reading by the way of Chicago 
| and the Chicago & Alton, Chicago, Rock Island & Pacific, 
‘hicago, Burlington & Quincy, Chicago, Milwaukee & St. 

Paul, and the Wabash, St. Louis & Pacific Railroads to 

points on the Missouri River. 

|" Second—All tickets of the first and second class reading 
| by way of Chicago and Kansas City to Leavenworth, Atch- 
t, Joseph and points north thereof. 
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Third—A}l tickets of first and second class by way of the 
Pennsylvania and the Chicago, Milwaukee & St. Paul Rz-il- 
ways to Council Bluffs and Omaha, 

Fourth—All tickets ree°ing by the way of the Baltimore 
& Obio and the Chicago, Miiwaukee’& St. Paul Railways to 
Council Bluffs and Omaha. 

The reason for this order is the irregularities said to be 
practiced in the passenger departments of the Northwestern 
roads, the main irregularity consisting in the payment of 
commissions togmidilemen and brokers. It is intended by 
the present action to compel the Northwestern roads to form 
a pool to co-operate with that of the trunk lines, and to re- 
strict the payment of commissions to agents. 


Iowa Trunk Lines Association. 

The Chicago. Milwaukee & St. Paul Co, has given the re- 
quired 30 days’ notice of its intention to withdraw from the 
Omaha pool. It is thought possible that this intention may 
not be carried out, but that the differences which have caused 
the company to give notice may be adjusted before the 30 
days expire. 

New York State Canals. 

Notice is given that the New York State canals will be 
closed for the season on Dec. 1, unless sooner closed by ice, 
of which there seems to be no present probability. 


Cleveland Iron Ore Traffic. 


The receipts and shipments at Cleveland, which is the 
chief distributing port for Lake Superior ore consumed in 
the East, bave been, for the past two seasons, in tons : 


1883. 1882. Decrease. P.c. 
Receipts.... ..............- 663,807 993,048 329,241 33.2 
Ee er 644,331 678,735 34,404 5.1 


Though a great deal of ore is consumed at Cleveland, the 
shipments probably represent the course of consumption in 
the territory supplied by Cleveland better than the receipts. 
A great stock is always accumulated at the close of the 
season of navigation, to last until the lakes open in the 
spring. There was doubtless an excess in accumulation 
of stocks last year, and a smaller one this year 
as a smaller consumption is anticipated. . A great fall- 
ing off in ore shipments is likely to result in increasing the 
number of vessels m the grain trade and reducing rail ship- 
ments from Lake Michigan ports ; but this has not been the 
case this year. Grain notes have been higher than last year, 
especially in the fall, when the demand for ore may be sup- 
p°sed to have fallen off. The cause probably is that grain 
shipments bave increased more than ore shipments have de- 
creased, so that on the whole there was better employment 
for vessels. 





OLD AND NEW ROADS. 


Augusta, Elberton & Chicago.—At the recent annual 
meeting Chief Engineer C. S. Dwight submitted the fol- 
lowing report : 

“There have been completed up to this date 4.18 miles of 
roadbed, beginning at the junction with the Augusta & 
Knoxville Railroad. This work has been done, and at a 
cost considerably within the lowest bid received. 

‘* The material on the first mile and a quarter was ex- 
ceedingly favorable—a light sandy soil; but on the remainder 
a very tough clay was encountered in all the cuts, requiring 
the use of powder to move it, even a heavy plow drawn by 
six mules having failed to break it for the shovel. 

‘* While a considerable portion of the work is quite light, 
at least 18¢ miles are by no means so, but might almost be 
called heavy, in profile and character of material. 

‘* Had the fund at command justified the purchase of a 
complete outfit at the beginning the grading could have been 
done even more economically and expeditiously.” 


Baltimore & Ohio.—The annual meeting of this com- 
pany was held at Camden Station, Baltimore, Nov. 19. 
President Garrett was unable to be present, owing to the 
death of bis wife, and out of respect to him uo business was 
transacted, and the stockholders adjourned for one week, 
until Monday next. 


Bellaire, Zanesville & Cincinnati.—Regular trains 
will begin to run over this road next week between Bellaire, 
O., and Caldwell, 82 miles. Work is being pushed on the 
line between Caldwell and Zanesville. 


Black Hills & Montana.—This company recently 
filed articles of incorporation, its headquarters being at 
Cheyenne, Wyoming. The road projected will start from 
Cheyenne, thence running northward along the best practi- 
cable route it will strike the North Platte River. From the 
North Platte there will be two branches, one of which will 
go to the Black Hills and the other to a point in Montana. 
‘the capital stock is $10,000,000 


Boston & Lowell.—The Boston Advertiser of Nov. 16 
says: ‘‘ A conference of representatives of the directors of 
the Boston & Lowell and the Grand Trunk railroads was 
held at the Boston & Lowell station, in this city, yesterday, 
to consider the informal proposition of the Grand Trunk to 
lease the Boston & Lowell road. President Abbott and direc- 
tors Morey and Coolidge represented the home road, and 
quite an important meeting was held, the result of which is 
not made public further than this: That no agreement for a 
lease was reached, nor was any formal proposition fora 
lease accepted. As bas already been mentioned, there are 
several obstacles in the way of such an operation, perhaps 
foremost among which may be placed the fact that during 
the past year the Boston & Lowell has come up by 
increased earnings from a 5 per cent. to a 6 per cent. 
road; while the large expenditures for equipment, statious 
ani improvements to road-bed, all of which have been 
charged to working expenses, show earnings equivalent to a 
still larger percentage and warrant the expectation of still 
larger dividends in the near future, While it is true, there- 
fore, that a lease of the Boston & Lowell is probable, pro- 
vided a guarantee of rental ,commensurate to what the 
stockholders consider the earning capacity of the road be 
given, it is at least doubtful if the Grand Trunk and the 
Central Vermont, which are supposed to be interested in 
the proposed lease, will be disposed to pay such a rental. It 
is pretty certain that the Boston & Lowell directors will not 
go so far as to submit to their stockholders any proposition 
looking to the payment of 614 or 7 per cent. rental, as has 
been talked of.” 


Boston & Providence.—The shops of this company at 
Roxbury, Mass., caught fire on the morning of Nov.16, and 
the machine shop, boiler and engine house and part of the 
store-house were destroyed, causing a loss of about $20,000, 
besides the delay of pressing work. 


Canadian Pacific.—The following circular is issued 
from the President’s office: ‘‘ Notice is hereby given that 
30 days after this date (Nov. 20) the Canadian Pacific Rail- 
way Co. will issue the balance of its authorized capital stock, 
amounting to $45,000,000. 

‘This issue will be madein pursuance of an agreement, 
entered into Nov. 10, 1883, by and between the Government 
of the Dominion of Canada, the Bank of Montreal, trustee, 





ani the Canadian Pacific Railway Co, (of which publi- 





notice was given Nov. 12, 1883), whereby a guaranteed 
minimum dividend of 3 per cent. per annum, for 10 years, 
is granted by the said government, on the entire capital 
stock of the Riilway Co., amounting, when this notice ex- 
pires, to $100,000,000. 

**Tn all, $35,000,000 of the said $45,000,000 now about 
to be issued will remain on deposit with the government, 
and will be withdrawn by the Railway Co. only when and 
as its requirements in connection with the completion of the 
railroad call for it.” 


Central Massachusetts.—The Boston Advertiser of 
Nov. 17 says: ‘‘ Only 50 or thereabouts of the 95 remaining 
bonds of the old Massachusetts Central Railroad Co. are 
likely to remain out when the newly organized corporation 
gets actively at work. The whereabouts of these bonds is 
not known, and in all probability they will not comein. The 
directors of the new company at their meeting this week 
voted to have the necessary surveys for the completion of 
the line to Northampton made at once, and the work of 
construction will begin as soon thereafter as is possible. A 
circular will be issued within a few days to the common 
stockholders, calling their attention to the fact that the 
time for the exchanging of their stock for the new stock ex- 
pires Feb. 10, and requesting them to make the exchange as 
soon as possible. Where towns hold the stock it will be 
necessary for action to be taken at a town meeting, and in 
such cases it is desirable that the meeting be called immedi- 
ately. No action has yet been taken regarding the reopen- 
ing of the completed portion of the road, but it is probable 
that some arrangement will soon be made with the Boston 
& Lowell to operate it.” 


Central, of New Jersey.—One of the large freight 
houses at Communipaw, N. J., caught fire on the morning 
of Nov. 17, and was destroyed, with 25 box carsand a large 
quantity of valuable freight. The loss is said to be about 
$150,000. The other buildings adjoining were saved by 
hard work. 


Chain of Rocks Bridge.—This company has filed ar- 
ticles of incorporation in Iilinois to build a bridge over the 
Mississippi River at Chain of Rocks, about 10 miles above 
the bridge at St. Louis. 


Chesapeake, Ohio & Southwestern.—The following 
circular from General Superintendent D. W. C. Brown is 
dated Louisville, Ky., Nov. 12: 

** At 10 o’clock a. m., Sunday, Nov. 18, the standard time 
of this railroad will be changed to that of the 90th Meridian, 
known as the Central Standard, which is about 18 minutes 
slower than Louisville time—the present standard. 

‘*The Superintendent of Transportation will arrange to 
put this new standard into effect, and all employés of the 
Transportation, Mechanical, and Road departments must 
observe his instructions in regard thereto.” 


Chest Creek.—This company has been organized to 
build a railroad from Kaylor, Pa., onthe Ebensburg Branch 
of the Pennsylvania Railroad, by Westover and Newbury 
to the mouth of Chest Creek in Clearfield County. The dis- 
tance is 35 wiles. 


Chicago, St. Paul, Minneapolis & Omaha.—The 
new branch of the Nebraska Division is now completed to 
Hartington, Neb., 10 miles northwest from the late terminus 
at Coleridge, and 30 miles from the junction with the Nor- 
folk Branch at Wakefield. 

On the Chippewa Falls & Northern branch, the track is 
reported laid to Chicago Junction Wis., on the Northern 
Division,23 miles beyond the late terminus at Rice Lake,and 
80 miles from Eau Claire. 


Cincinnati & Eastern.—The Cincinnati News-Journal 
of Nov. 17 says: ‘* Receiver Woodward closed a contract 
vesterday with the Cleveland Rolling Mills Company for 
1,200 tons of 56-pound steel rails. This trade has been 
pending for some time, owing to the efforts of certain 
parties to have the Receiver restrained from issuing certifi- 
cates of indebtedness against the property, the Rolling Mill 
Co. holding off until the matter was settled by the courts. 
Yesterday they wired the Receiver that they would take 
certificates at par for all the rails that might be required to 
complete the road to Portsmouth, and that they would en- 
gage to deliver the whole amount in Cincinnati by the mid- 
dle or last of next week. The Receiver immediately ac- 
cepted the proposition and ordered 1,200 tons, as before 
stated. The Cincinnati & Eastern Co., in its own name, 
has ordered 10 locomotives, 100 flat, 100 box, 100 stock, 50 
coal, and 4 passenger cars, all of the standard gauge, which 
will be ready for delivery by the time the Receiver is ready 
to change the gauge of the line. This additional equipment 
will be paid on the car trust plan, in 60 monthly payments, 
the deferred amounts drawing interest at the rate of 7 per 
cent. per annum.” 


Colorado Northern.—This company (formerly the 
Denver, Longmont & Northwestern) will hereafter operate 
its own road, which has been for some time past worked by 
the Denver, Utah & Pacific Co. under agreement. 


Danville, Olney & Ohio River.—A meeting of the 
bondholders was held in Boston, Nov. 20. The Committee 
presented a report sharply criticising the plan of reorgani- 
zation proposed by the trustees, and also the management 
of the Receiver The report said that the road was in very 
bad condition, and was earning much less than its working 
expenses. The Receiver defended himself, and there was a 
very sharp discussion, which ended in a vote discharging 
the Committee. The meeting then adjourned without taking 
any further action. 


Des Moines, Creston & Kansas City.—The con- 
tract for building this road from Des Moines, Ia., to Creston 
hes been let to Holmes, Jackson & Co., of Indianapolis, Ind., 
who are to begin work at once. 


Des Moines, Osceola & Southern.—This road is now 
completed to Cainesville, Mo., about 10 miles south of the 
Iowa line. The new terminus is 24 miles southward from 
the late terminus at Leon, Ia., and 124 miles from Des 
Moines. Regular trains now run through. 


Eastern.—The location of the Danversport Branch has 
been approved by the Railroad Commissioners and it will be 
built at once. It is a spur only one-half mile long, from the 
station at Danversport, Mass., tothe Tompkins Rolling Mill, 
and will be used for freight only. 


Fargo Southern.—tThe litigation with the St. Paul, 
Minneapolis & Manitoba Co. over the crossing at Wahpeton, 
Dak., promises to continue for some time, as the Manitoba 
Co. is evidently disposed to fight the new road in every 
possible way. 

Track is now laid from Fargo, Dak., southward to Wild 
Rice, 11 miles, and work is progressing steadily. Track- 
laying has also been begun from Ortonville northward. 


Fitchburg.—This company will, on Dec. 1 next, reduce 
its ticket rate to 214 cents per mile between Boston and 
Fitchburg and intermediate points, and to 2%{ cents between 
Fitchburg and North Adams. Mileage tickets are to be 
issued at the same rates as at present, 500 miles for 244 
cents and 2,000 miles for 2 cents per mile. The present 





season and five ride tickets between Boston and Waltbam 
and intermediate points are to be superseded by 100-ride 
and 10-ride tickets. The price of single tickets will also he 
reduced between Boston and stations beyond Brickyerds. 
The 10 and 100-ride tickets will be good for anybody who 
holds them and for any person accompanying the holder. 
The rates for the 100-ride tickets do not differ very much 
from the present season-ticket rates, while the new tickets 
will have considerable advantages in point of convenience. 


Florida Southern.—Track is reported laid on this road 
to Lake Weir, Fla,. 1814 miles south of the old terminus at 
Ocala, and 901¢ miles from Palatka. A branch has also 
—. completed from Micanopy Junction to Micanopy, 34 
miles. 


Georgia Pacific.—The track is now laid through the 
Cane Creek tunnel and on the gap of 5 miles west of that 
tunnel, completing a continuous line from Atlanta, Ga., 
westward to Birmingham, Ala., 168 miles. Through trains 
began to run Nov. 19. The completion of the road gives 
Atlanta a direct connection with thecoalregion of Alabama, 
which is of importance to the marufacturing interests of 
that city, as enabling them to secure a cheap and constant 
supply of coal. 


Grand Trunk.—tThe track on this company’s Michigan 
Air Line Division is now laid toStockbridge, Micb., 30 miles 
westward from the late terminus at South Lyon, and 71 
miles from the junction with the Detroit Division at Ridgway. 
About 19 miles remain to complete the line to Jackson, 
upon which work is in progress. 


Houston, East & West Texas.—This company makes 
the following statement for October. 


——-October-—-— Ten months 

: 1883. 1882. 1885.. 
Oe ee eee eee $37,428 $24,106 $266,331 
Ps nnd vneenns beendeos 10,841 9.360 98,088 
Net 2arnings.... ........... $26,587 $14,746 $168,243 
Per cent. of expenses......... 29.0 38.8 36.8 


For October there was an increase of $13,322, or 55.5 per 
cent., in gross earnings, with an increase of $1,481, or 15.7 
per cent. in expenses, and a resulting gain in net earnings 
of $11,841, or 80.3 per cent. The net earnings were applied 
to payment of the floating debt. 


Indiana Coal.—This company bas filed articles of incor- 
poration to build a railroad from Jasper, Ind., the terminus 
of a branch of the Louisville, Evansville & St. Louis road, 
oe to Linton in Greene County, a distance of about 
oU miles. 


Louisville, New Albany & Chicago.—The following 
order was issued by General Superintendent John McLeod, 
dated Louisville, Ky., Nov. 12: ‘At 12 o’clock noon, of 
Sunday, Nov. 18, 1883, the standard time of this company 
will be changed to conform to the time of the 90th meridi- 
an, designated as Central Time, and 9 minutes slower than 
Chicago time, which is now the standard time governing the 
movement of trains on this railway. No change will be 
made in the time card now in force.” 


Louisville, New Orleans & Texas.—The grading of 
this road is now completed from Baton Rouge, La., northward 
38 miles, and tracklaving has been begun at Baton Rouge. 
From Port Gibson, Miss., southward the grading bas been 
pushed, and less than 20 miles remain to be completed be- 
tween that place and the Louisiana line. South of Port 
Gibson there are several deep cuts, the completion of which 
bas required much time. The bridge over the Homochitto 
River, a difficult work, is now nearly finished. 

On the the northern end of the road the track is now laid 
for 37 miles southwest from Memphis, Tenn., and work is 
progressing steadily. 


Maine Central.—A dispatch from Augusta, Me., says 
that the committee of the Maine Central Railroad stock- 
holders on the matter of consolidating the Eastern, the Bos- 
ton & Maine and the Maine Central roads, beld a meeting 
Saturday afternoon, and, after discussing the subject in all 
its bearings, voted to send a letter to President Lord of the 
Boston & Maine, the substance of which is that between 
now and the annual meetings of the roads in December for 
the choice of officers the time is inadequate to consider the 
scheme of consolidation. 


Memphis & Charleston.—At the annual meeting, 
Nov. 20, the stockholders voted to authorize the issue of 
$1,000,000 new bonds to purchase equipment and pay off 
floating debt. 


Mexican Central.—The Mexican Financier of Nov. 3 
says: ‘“‘ A remarkable feature of the building of the Mexi- 
can Central is the continual shortening of the time which 
will bring about its completion. A few months ago, and it 
was believed that communication between this capital and 
the United States would not be established before Septem- 
ber, 1884. Then it was believed that it might be possible to 
celebrate the event on the Fourth of July. Next it was 
announced that the two ends would meet by May 1. so that 
the celebration would take place on May 5. A few weeks 
later, and so rapid was the progress on the Northern 
Division that the management said that the road would 
be completed in March. The time for completion was next 
shortened another month, that is, to February; and 
now it is said that at the present rate of construction the 
two ends of the track will meet some time in January. Con- 
struction on the northern division is not going on so rapidly 
as it was, owing to a lack of rails, but enough material is 
coming forward at present to enable the laying of about a 
mile a day, while at this end they are laying about two kil- 
ometres a day, on an average. At last accounts the track 
was something over 50 kilometres north of Aguascalientes, 
- that Zacatecas would easily be reached early in Decem- 

er. 

‘There are just about enough rails on hand to lay the 
track to Zacatecas, and those on the way to Vera Cruz will 
enable Fresnillo to be reached, where tracklaying from this 
end will stop. The track is ballasted as fast as laid, and 
placed in excellent condition, so that the regular running of 
through trains to the United States will probably begin 
within ten days after the ends of the tracks meet. By the 
time of the great celebration of the event, which has been 
set for the 5th of May, comes off, the connection of the 
Aztec capital with the rest of the continent will have be- 
come an old story; but the great benefits of the change will 
have begun to make themselves fully manifest, and there is. 
no danger that public enthusiasm will not be kindled to 
highest pitch. The suggestions of the Financier 
concerning the celebration, urging the. meeting 
of the Presidents of the two Republics thus joined 
have been received with enthusiasm by the 

ress of the United States as well as of this Republic. Mr. 

obinson, the General Superintendent, in a letter to Presi- 
dent Nickerson, gives an estimate of the cost of the line 
from Chihuahua to Fresnillo, in which he says: ‘For the 
work and material which we are to pay for in Mexicen sil- 
ver I bave entered as such, and that to be paid in United 
States currency as such. In arriving at the cost per mile 
we bave treated Mexican silver as 86 cents. These figures 
bring our cost per mile, $18,538, United States currency. 








This does not include equipment, nor right of way and 
station grounds. Our equipment, as it stands to-day, is a 
little over $900,000, and our right-of-way and depot grounds 
from Chihuahua to Fresnillo will cost us about $75,000. 
Counting all our equipments on hand, and the right-of way, 
$1,000,000, it would increase the cost per mile about $2,000, 
bringing the grand total a little less than $16,000 per mile 
United States money.’” 


Missouri Pacific.—The actual earnings and expenses 
of the Missouri Pacific proper and the St. Louis, lron Moun- 
tain & Southern for the three months ending Sept. 30 are 
reported as follows: 






Mo. Paclfic. Iron Mountain. Total. Fa 

MG. eave csuoseeend $2,602.693 $2,103,704 $4,706,397 
Eexpenses........ . 1,154,231 986,121 2,140,352 
Net earnings......... $1,448,462 $1.117.583 2,566,045 
Fixed charges and dividends ....... .. ......-ee+-eeee 1,540,847 
Surplus for the quarter .............c2cceecesseee « $1,025,198 


The Missouri Pacific expenses were 44.3 per cent. of gross 
earnings; the Iron Mountain, 49.9, and the united expenses 
45.5 per cent. The dividend paid was the usual one, of 1°4 
per cent. for the quarter. 


New Brighton & New Castle.—The litigation with 
the Pittsburgh, Youngstown & Chicago Co. over the right 
of way at Rock Point has been removed to the Pennsylvania 
Supreme Court. 


New Orleans, St. Bernard & Plaquemine.—This 
company bas been organized to buila a railroad from New 
Orleans down the left or east bank of the Mississipp. to Port 
Eads, a distance of 104 miles. 


New York, New Haven & Harttord.—This com- 
pany’s statement to the Massachusetts Railroad Commission 
for the year ending Sept. 30 gives the following figures : 
Earnings ($26,184 per mile)..... 2.0... 22. wee ee eee 86,729,874 
Expenses (69.92 per cent.)...........0..eeeseeeeere ---- 4,705,346 


Net earnings ($7,876 per mile) ...........-..... -. $2,024,028 
Pare ae Cade ad teh serekgered $440,840 
DAVIGERGR: 3S POP COU. ia civciceccndcesciiccss cece 1,550,000 

———  1,9£0,840 

pe eer eee ee eee $53.188 

The statement includes all the leased lines. As compared 

with the previous year there was an increase of $791,566, 

or 13.3 per cent., in gross earnings; an increase of $737,- 

227, or 18.6 per cent., in expenses, and a gain in net earn- 
ings of $54,330, or 2.8 per cent. 





New York, Pennsylvania & Ohio.—The Voting 
Trustees have issued the following statement in London : 

‘Tn answer to inquiries with regard to the Chicago & 
Atlantic guarantee we have to state that this guarantee is 
only contingent and under the Erie lease can involve no 
loss on the New York. Pennsylvania & Ohio. Under the or- 
iginal guarantee the Erie and the New York, Pennsylvania 
& Ohio weve liable (to the extent of the earnings supplied 
by the Chicago & Atlantic business) to make good any defi- 
ciency in the funds of the Chicago & Atlantic to meet its 
mortgage interest ($890,000). Roughly speaking, the Erie 
was to contribute about 4-7 of such deficiency and the New 
York, Pennsylvania & Ohio 3-7. By article 19 of the lease, 
however, the share of the New York, Pennsylvania & Ohio, 
under such guarantee, has to be met by the Erie out of the 
gross earnings of the New York, Pennsylvania & Ohio be- 
fore division into 68 and 32 per cent. {or 65 and 35 per 
cent.), thus relieving the net revenue of the New York, 
Pennsylvania & Obio of two-thirds of any _ pos- 
sible liabili y under this head. Supposing the Chicago & 
Atlantic to earn nothing toward mortgage interest 
in any year, the net revenue of the New York, Pennsylva- 
nia & Ohio would have to advance to the Chicago & Atlan- 
tic about $60,000. But to make this liability attach, traffic 
to the extent of $180,000 gross must have been furnished to 
the New York, Pennsylvania & Ohio road by the Chicago 
& Atlantic, of which, under the lease, the New York, Penn- 
sylvania & Ohio Co. would have received from the Erie 
(say one-third, ¢. e.) $60,000. Since the Chicago & Atlantic 
line was fully opened, it has commanded such a large busi- 
ness that there appears no reason for anticipating the 
gurantors being called on to advance any considerable sum, 
even during the first year of its existence. The trustees 
also desire to remind bondholders that in future the amount 
available for first mortgage interest, each Jan. land July 
1, will be the actual net revenue for the period ending 
Sept. 30 and March 31 respectively last preceding. This it 
is expected will have the effect of virtually equalizing the 
cash payments of interest. The change will commence with 
the next January payment. As regards the recent law pro- 
ceedings in America, the trustees do not regard them as of 
any serious or practical importance, though they may be 
vexatiously prolonged. There van be no question but that 
the application recently made by the plaintiffs resulted in a 
real defeat.” 


Northern Pacific.—The Palouse Branch is now com- 
pleted and opened for traffic to Colfax, Wasb. Ter., 89 miles 
eastward from the main line at Palouse Junction. This 
branch passes through a section of Eastern Washington, 
which is growing in population rapidly. 

At the special meeting in New York, Nov. 20, the pre- 
ferred stockholders voted to authorize the issue of $20,- 
000,000 second-mortgage bonds, 352,428 shares (over the 
two-thirds required) being voted in favor of the proposed 
issue and only 638 shares agaivst it. The new bonds, how- 
ever, cannot be issued until the pending litigation to enjoin 
them is settled. 


Ohio Central.—A press dispatch from Cincinnati Nov. 
15 says: ‘*Argument was heard to-day by the United 
States Circuit Court in the proceedings for the appointment 
of a Receiver for the Ohio Central Railroad. Two questions 
were discussed : whether the road should be foreclosed un- 
der the bondholders’ bill or under that of the Central Trust 
Co.; and who should be appointed Receiver. E. L. Andrews, 
for certain bondholders, suggested Thomas R. Sharp, 
formerly of the Baltimore & Ohio, as Receiver, making the 

oint that the receiver should be disconnected with the 
Seney syndicate. Thomas E Stillman, for the Trust Co., 
named Jobn E. Martin. The Court intimated that two re- 
ceivers might be appointed, one to manage the road and 
the other to bring suits for the recovery of assets, saying 
this need not delay foreclosure, as suits for the recovery of 
assets could follow foreclosure. The Court announced that 
lh render its decision in the second week of Decem- 
r: 


_ Obio & Mississippi.—The Receiver makes the follow- 
ing statement to the Court for October : 








I i a odin wams $245,821 
Receipts from all sources. ....... ........2.0--ce00 e-++-. 607,244 
MOON, Fe add a pees 0 Vlactbee fede ck page cabeee caut $853,065 
Vouchers, pay-rolls, ete : - $474,598 
Coupons due paid.................... 210,000 
—— 684,598 


Cash on hand Nov, 1.....-..5..seeseeeenee seceneee o1$168,407 


THE RAILROAD GAZETTE 


The receipts were less than the payments by $77,354 for 
the month. 

It is in contemplation to build new shops for this road 
either at Vincennes or at Washington, Ind. As to which 
will be finally selected, much depends on the relative lJiber- 
ality of thetwo towns. Washington has the advantage of 
location, being almost exactly at the centre of the main line 
of the roud between Cincinnati and St. Louis, and being 
also in the centre of a large coal field. The old shops are at 
Vincennes, 20 miles further west, and that town will make 
a strong effort to keep them there. 


Oregon Improvement Co.—This company makes the 
following statement for September and the ten months of 
its fiscal year from Dec. 1 to Sept. 30: 


Ten months. 
$3,266,962 
aC 






0 aaa Bess 


$3,014,673 
68.9 


ns « poeietee $111,521 
70.8 


Net earnings .......... 
Percent. of expenses................ 

The earnings show a considerable gain, both for Septem- 
ber and the year. 


Pennsylvania.—This company’s new Ridgeway & 
Clearfiell Branch was opened for business Nov. 19 from 
Ridgeway, Pa.. to Brockwayville, 22 miles. It is operated 
as a branch of the Philadelphia & Erie Division. The ex- 
tension of 5 miles from Brockwayville to Falls Creek is 
nearly finished. 


Philadelphia & Reading.—President Gowen has 
issued a circular in which he announces his intention of re- 
signing the presidency of the Reading Railroad at the ex 
piration of his present term. He recommends George DeB. 
Keim, the Vice-President, as his successor. He takes this 
step because the company “‘has now surmounted all the 
difficulties of the last four eventful years.” In bis circular 
Mr. Gowen says : 

‘*T am glad to be able to announce that the net earnings 
of the company for the current fiscal year, ending Nov. 30, 
after providing for all fixed charges, will be equal to 7 per 
cent. upon the preferred stock, and fully 5 per cent. upon 
the common stock of the company. As these net earnings 
are pledged to the payment of the outstanding income mort- 
gage bonds ($2,454,000), such bonds must _ be retired before 
a dividend can be made to the shareholders. I entertain no 
doubt, however, that the outstanding income mortgage 
bonds can be provided for out of the proceeds of other secu- 
rities available for the purpose and the surplus of net earn- 
ings over fixed charges carried to the credit of a dividend 
fund, and in this event it is probable that the opinion of the 
stockholders will be taken at the forthcoming annual meet- 
ing upon the question of the payment of a dividend and the 
proper amount thereof.” 


Richmond & Danville.—This company makes the fol 
lowing statement for October and the ten months ending 





Oct. 31: 

——-October.-—— -—-Ten months.-—— 

Gross earnings: 1883. 1882. 1883. 1882. 

Char., Col. & Aug... $98,205 $99,125 $668,422 $589,178 
Col. & Greenville.. 86,247 602,192 192,507 
Rich. & Danville .... 429,834 3,146,808 2,978,062 
Virginia Midland. .. 176,167 1,413,266 1,244,526 
Western N. C........ 44,006 26,897 312,121 200,510 


$6,142,809 





Total $828,611 $5,604,783 


Net earnings: 
Char.. Col. & Aug. $298,183 


58,866 $149,501 
36 








Col. & Greenville... 47,361 58, 196,280 113,578 
Rich. & Danville .... 2% é 208, 1,351.189 1,003,200 
Virginia widland ... 89,970 606,765 470,55 

Western N.C... .... 9,329 111,128 45.129 








$2,563,545 $1,781,859 

For the month the lines whose business is chiefly cotton 
show a decrease, but on the whole system there is a small 
gain both in gross and net earnings. 

For the ten months the whole system shows an increase 
of $538,036, or 9.6 per cent., in gross earnings; a decrease 
of $248,660, or 6.4 per cent., in expenses, and a resulting 
gain in net earnings of $781,686, or 43.9 per cent. 

The Richmond & Danville proper shows for the ten 
months an increase of $168,746, or 5.7 per cent., in gross 
earnings, with a decrease of $179,243, or 9.1 per cent., in 
expenses; the result is a gain in net earnings of $347,989, 
or 34.7 per cent. 


Miocene nccas. ees $432,895 $407,074 


Rio Grande & Pecos.—It is reported that this road 
has been sold to the Galveston, Harrisburg & San Antonio 
Yo. It is now completed from Laredo, Tex., to the coal 
mines at San Tomas, a distance of 27 miles, and is intended 
to run to Ragle Pass, 135 miles, 


Rochester & Pittsburgh.—Regular passenger trains 
begin running this week over the Buffalo Branch, over 
which only mixed trains have been run heretofore. Trains 
will run through between Buffalo and the terminus of the 
road at Punxsutawney, Pa., 18214 miles. The new time 
table shows a mail train between Buffalo and Punxsu 
sa a and an express between Buffalo and Bradford, 78 
miles. 


St. Louis, Iron Mountain & Southern.—Notice is 
given that all of the second preferred income bonds of the 
St. Louis, Iron Mountain & Southern Railway Co., 
amounting to $4,089,000, having been redeemed. and the 
mortgage securing the same canceled of record, funds have 
been deposited with the Mercantile Trust Co. for the 
redemption of the outstanding bonds of the first preferred 
income mortgage of said railway, and that said outstand- 
ing bonds will be redeemed in cash at par and acerued inter- 
est upon presentation at the office of the Trust Company. 


Sanborn, Cooperstown & Turtle Mountain.—It is 
stated that this road has been sold to the Oregon & Trans- 
continental Co., and will hereafter be worked as a branch of 
the Northern Pacific. It is completed from Sanborn, Dak., 
northward some 30 miles, and is to extend 50 miles fur- 
ther. 


South Pennsylwania.—A large number of bids have 
been received for the grading of the section of this road 
lately offered for contract. This includes 85 miles on 
which there is much heavy and expensive work to be done. 


Texas & Great Northwestern.—This company has 
been organized to builda railroad from McKinney, Tex., 
about 160 miles to Seymour in Baylor County, witha 
branch from Decatur to Dallas, about 55 miles. 


Texas & St. Louis.—The Commercial and Financial 
Chronicle says: ‘This important narrow gauge road ex- 
tends from Bird’s Point, Mo., opposite Cairo, Ill., to Gates- 
ville, Texas, a distance of about 723 miles, and with 
branches 768 wiles. It has been under construction for 
several years, and only opened for through business in 1883. 
The company has been managed entirely by Western and 
Southern men, Mr. J. W. Paramore, of St. Louis, being its 
President. 

** The stocks have not been very widely distributed, and 





both stock and bonds are understood to be largely held by 
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the promoters of the enterprise and their friends. A new 
adjustment has been proposed to the stock and bondholders, 
and the purpose and pien.thereof are set forth in a circular, 
from which the main points are condensed in the statements 
which follow. The cash assessment of 71!¢ per cent. is 
compulsory on the holders of stock and income bonds. A 
considerable amount is required for improvement of the 
roads and purchase of new equipment. The plan for read- 
justment provides for the calling in and cancellation of 
present first-mortgage bonds issued on Missouri & Arkansas 
Division at rate of $12,000 per mile, and on Texas Division 
at rate of $8,000 per mile. It is proposed to issue new first- 
mortgage bonds at rate of $15,000 per mile and new 6 
per cent. second-mortgage income bonds at same rate. 
They willdraw interest only from June 1, 1884, and the 
first semi-annual] coupons will be payable Dec. 1, 1884. An 
assessment of 74¢ per cent. cash on stock and incomes is 
made, and new stock, first-mortgage bonds and incomes are 
giveen to represent this assessment. The time for making 
the exchange is announced as expiring Dec. 1. 

** The following tables will show the present outstanding 
securities, the proposed exchanges thereof for new issues, 
and the total amount of new issues to be made : 

“Texas & St. Louis Railway in Mo. and Ark.—452 
miles.—For this company new issues of bonds and stock of 
similar classes are to be made, but of larger amounts, as the 
following will show : 


Securities Rate of Equivalent Total new 
outstanding: exchange. new issues. issues, 
First-mort., $5,650,000 .. ..... 105 $5,923,000 $7,250,000 
Second-mort. inc., $5,650,000.. 100 5,650,000 7,250,000 
Capital stock, $5,650,000....... 100 5,650,000 7,250,000 


“ Texas & St. Louis Railway in Texas—315 miles.—For 
this company there are to be issued first-mortgage bonds, 
second-mortgage income bonds, and a land company is to be 
organized with $2,128,000 scrip and $2,000,000 stock, 
which shall take all the land and land claims: 

Securities Rate of Equivalent 
outstanding: exchange. new issues. 
First-mort., $2,128,0U00......... 110 $2,341,000 | 
General first-mort , $1,817,000. 105 1,908,000 ; 
First-mt. ld. gt. and inc. 
$2,128,000 100 
Gen. Ist mt. ld. gt. and inc. { 
$1,817,000 100 1,817.000 } 
Capital stock. $3,945,000..... 100 3,945,000 5,250,000 

‘** Holders of first-mortgage land grant and income bonds 
will also receive $2,128,000 land scrip, and holders of gen- 
eral first-mortgage land-grant and income bonds will receive 
$1,817,000 Land Co. stock.” 


Toledo Belt.—This company has been organized to build 
a belt road from the Wheeling & Lake Erie road around the 
city of Toledo, O. The object is to connect the Wheeling & 
Lake Erie with the other lines entering Toledo, and with a 
number of large factories. . 


Total new 
issues. 


$5,250,000 


| 
9 49 60 | 
2,128,060 5,250,000 


Toledo, Cincinnati & St. Louis.—At a meeting of 
bondholders in Boston, Nov. 17, a committee was appointed 
to report a plan for the reorganization of the company. 
This action appears to have been taken independently of 
the bondholders’ committee recently appointed. 

Union Pacific.—This company makes the following 
statement for September and the nine months ending Sept. 
30: 

--——September.——— 
1883. 1882 
$2,994,076 
», 188 


-——-Nine months. —-—, 
1883. 1882. 

$21,551,287 

11,500,781 


$21,972,764 
11,480,981 


$4,170,315 
1,260,592 


Earnings..... 
Expenses........ 1, 





Net earnings..$1,458,888 $1,909,723 $10,050.506 $10,491.783 
Per cent, of ex.. 51.3 39.8 53.4 52.3 

For the nine months there was a decrease of $421,477, or 
2.0 per cent., in gross earnings, and an increase of $19,800, 
or 0.2 per cent., in expenses, the result being a loss in net 
earnings of $441,277, or 4.1 per cent. The loss in gross 
earnings in September was chiefly due to the falling off in 
the Colorado business and increased competition. 


Virginia Midland.—At a meeting of the board held 
Nov. 19 the following statement was presented for the year 
ending Sept. 30: 
Earnings ($4,728 per mile) 


$1,664,204 








Expenses (57.5 per Cent.)..........0eee cece ceeceees 956,194 
Net earnings ($2,011 per mile)............... ........ $708,010 
Interest and rentals.................- 422,016 
ek Aa er ene. See ee are $285,994 


The board voted to pay 6 per cent. npon the income bonds 
from the surplus for the year. 


Washington City, Cincinnati & St. Louis.—The 
franchises and other property have been sold to parties who 
propose to build the road from Linwood, Va., on the Shenan- 
doah Valley road, to Harrisonburg, 20 miles, and thence 
westward about 100 miles into the coal region of West Vir- 
ginia. 

Williamstown.—The track on this road is now laid to 
Glassboro, N. J., 7 miles beyond the old terminus at 
Williamstown, and 16 miles from the starting point at Atco. 
The road is now controlled by the Philadelphia & Reading, 
and will be worked in connection with the New Jersey 
Southern and the Philadelphia & Atlantic City lines. 


Wilmington & Weldon.—At the annual meeting in 
Wilmington, N. C., Nov. 20, the stockholders resolved to 
postpone for the present the construction of the new branch 
or cut-off to Florence, S. C., in view of the unsatisfactory 
and unsettled condition of railroad business in South Caro- 
lina. 


Wisconsin, lowa & Nebraska.—The track on this 
road is now laid from Marshalltown, Ia., southwest to Bax- 
ter in Jasper County, 22 miles; it is also laid from Des 
Moines northeast three miles, leaving about 20 miles to com- 
plete the section between Des Moines and Marshalltown. 
Tracklaying is in progress at both ends. 

On the line from Marshalltown northeast it is stated that 
the company has decided to build to Cedar Falls instead of 
Waterloo, on account of trouble in relation to the entrance 
into the latter town. The track is now laid to a point about 
5 miles from Waterloo, and from the present terminus it will 
run nearly due north to Cedar Falls. 


Worcester & Nashua.—Arrangements have been com- 
pleted for the consolidation of the Nashua & Rochester with 
this company, under the special acts of the Massachusetts 
and New Hampshire Legislatures. The consent in writing 
of nearly all the stockholders bas been obtained, and a meet- 
ing will be held Dec. 1 to organize the consolidated company, 
which will be known as the Worcester, Nashua & Rochester 
Railroad Co. The consolidated company will assume all 
debts of both companies, and will issue its stock for theirs. 
The Nashua & Rochester road has been leased and operated 
by the Worcester & Nashua Co. ever since it was built. 


Wrightsville.—This company has been organized to 
build a railroad from Wrightsville, in Johnson County, Ga., 
northward to Sun Hill, on the Central road, a distance of 
about 25 miles, It will pass through and serve a district 





now without railroad facilities, 





